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The Railway Signal Association at its meeting in Washing- 
ton next week will have a number of reports to consider, 
among them the highly important report of the special com- 
mittee on rubber covered wire. The committee’s investigation 
has been painstaking, and the results are of great value, but 
one subject has been left incomplete. It commends kerite, 
but does not provide a specification or test for it. The memo- 
randum of the association of manufacturers contains the 
following sentence: ‘Inasmuch as wires insulated with kerite 
have been in use for 50 years, and have proved their merit, 
we suggest that a special specification be made for them, 
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in which the mechanical and electrical requirements be the 
same as called for by general specifications.’ The committee’s 
comment is as follows: “The committee concurs, with the 
exception that it does not desire to present a specification 
for this compound.” Kerite is made by combining a percent- 
age of crude rubber with crude kerite. Crude kerite is a 
long ago discovery made by A. G. Day, one of the pioneers in 
the rubber industry. Its general nature and characteristics 
have been observed in practice for half a century; neverthe- 
less, the formula for making crude kerite is a trade secret. 
The crude material is strong, elastic, an insulator and, 
unlike rubber, it does not deteriorate with age. It is, there- 
fore, not an adulterant, for when amalgamated with rubber 
it has a preservative effect. The committee’s recommended 
tests are chemical as well as physical. The recommended 
chemical tests are not applicable to kerite insulation, owing 
to the nature of crude kerite. The committee endorses the 
statement concerning its qualities made py the association of 
manufacturers, aS well as by the makers of kerite; nevertheless, 
they arrive at an impasse by commending the material and at 
the same time presenting specifications and tests which, in so 
far as they can do so, would prevent its use. The solution 
is manifestly not easy, but there are many desirable results 
to be accomplpished in this world which are not easy. Prob- 
ably the easiest solution would be to exempt kerite from 
chemical tests and rely on the remaining tests of efficiency 
which the committee recommend. Kerite is defined in the 
Century and other dictionaries; that is to say, it has won its 
place and its use, and it is highly improbable that either the 
committee or the association desire to take such action as 
will tend to make it unavailable. 





RAILROAD REVALUATION—WITH AN EXAMPLE. 





President Mellen, in his annual report to the stockholders 
of the New York, New Haven & Hartford, gives us a clue to 
the results of the revaluation by Vice-President Stevens of the 
plant and other assets of that corporation. President Mellen 
mentions as an incidental fact that the company’s regular 
dividend of 8 per cent. signifies less than 4 per cent. on the 
replacement value of the property. This means that, in the 
general balance sheet, we can double the book value entry of 
$246,308,464 covering railroads owned or operated, with equip- 
ment, boat equipment, and the street railways and equipment, 
giving us, after the duplication, $492,616,928. Add to this, in 
the schedule of assets, investments and advances, materials, 
some real estate, operation balances, bills receivable, cash 
($23,153,279), marketable stocks and bonds, assets in special 
funds, and some minor items taken at their book value, and 
there is to be added $122,189,771, giving us as a total for the 
whole revaluation the stalwart sum of $614,806,699. The figures 
are, of course, only approximate. For one thing, values have 
undoubtedly dropped somewhat since the revaluation was 
begun, and the revaluation itself is probably liberal to the 
company. But if we take the round sum of $600,000,000 it 
probably represents about the real amount; and we may add 
that, in a rough way, the round total has been semi-officially 
confirmed. 

The revaluation is interesting in itself apart from its bear- 
ings upon side questions. The New Haven is an old line with 
its basic stem opened some 60 years ago; with its various 
railroad increments it has taken in territory of very dense 
and increasing population, including many cities and large 
towns, and with great terminal properties at New York and 
Boston, and its larger purchases of realty, many of them 
made years ago at prices relatively cheap as compared with 
to-day; and its properties, boat, street railway and the rest, 
are widely diversified in character, saying nothing of the great 
value of the franchises which, we assume, are not included in 
the technical revaluation. Again this, if we are not mistaken, 
represents the first really systematic revaluation of any of the 
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great railroad systems of the country. It is obviously to be 
sharply distinguished from the crude, hasty and unscientific 
valuations based on foggy generalities attempted by some of 
the states in order to “squeeze out” alleged watered stock. 

It can be scanned from a number of viewpoints. From the 
standpoint of the stockholders, if we exclude contingent lia- 
bilities of some $31,000,000, subtract the other liabilities and 
capitalize and deduct the rentals, it would be possible to show 
in the asset balance a book value of at least 2 to 1 for the 
stock. This, doubtless, has a sentimental comfort for stock- 
holders. Men like to know that their stock certificates repre- 
sent a large margin of actual values. But it is, after all, 
chiefly sentimental. <A railroad is intrinsically and funda- 
mentally a going concern, which must keep going along fixed 
lines. It is not, like a piece of realty or a mass of merchan- 
dise, a form of property which can be cut up, transmuted, 
exchanged for another shape or type of property. The rail- 
road stockholder has to remind himself constantly that a large 
fraction in his property represents a plant of more or less 
stationary value for railroad purposes, while absolutely neces- 
sary for the railroad to have. In the final analysis he has to 
ask himself the two vital questions to be asked by the seeking 
railroad investor—what is the railroad’s net earning power? 
and how likely is that earning power to continue, or to in- 
crease, or to decrease? The great increment in the revalua- 
tion of an old railroad property, no doubt, in large measure, 
often implies good management or wise and forethoughtful 
purchase; but in larger degree it is apt to reflect growth of 
realty values due to waxing population. In a case like that of 
the New Haven, and mary like it, we have yet another incre- 
ment—reorganized lines, or unprofitable lines not reorganized, 
bought in very cheap—as compared with replacement cost— 
and later made profitable in themselves or as tributaries. New 
Haven examples are the old New England line and “town aid” 
roads like the Boston Air Line, the Valley, and the Connecticut 
Western. Here the stockholder has something better than 
sentimental reward. 

Next we have the relation of the revaluation of an old 
system like the New Haven to taxation. Theoreticaily, a 
revaluation that shows a high margin of replacement value 
is a temptation to increased taxation, and there are politicians 
and demagogues who will yield to it. But the proposition is 
the height and depth of absurdity. Take the case of the New 
Haven, now essentially taxed as a corporation on stock and 
debt. It owns three-quarters of the South station at Boston, 
which cost some $15,000,000. As a terminal the New Haven 
loses net some $500,000 a year in the occupancy and operation 
of the terminal. During the coming 50 years the value of that 
property as Boston realty may double in a “revaluation.” But 
children and their children will probably grow gray before 
the station becomes self-supporting, saying nothing of tens 
of millions of accrued loss. The inequity of increased taxa- 
tion for such a property goes with the statement. Taxation, 
like investment, should rest at last upon the returns of a 
railroad property to its owners. Finally, in the case of the 
New Haven revaluation, we have its lesson for states that 
propose revaluations to eliminate water and thus find the 
basis of an “alleged” fair return on original investment. The 
New Haven Company, in its trolleys, has an immense volume 
cf water—very little relatively in its steam and marine lines. 
But the revaluation, based on replacement, shows that the 
system as a whole is not merely not watered but extremely 
desiccated—the water not only dried out but replaced by solids. 
How a state can deal with such a problem is enigmatical. If 
a “watered” road is to have its dividends reduced by the state, 
why shouldn’t the state vote a dividend to a road that is 
solidified. 

Such are some of the deductions from the primary revalua- 
tion of a great and unique American railroad system under- 
taken and carried through by itself. They are edifying and do 
not have to wait for the revaluation to be accurately set forth 


to be instructive. 
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AUTOMATIC STOPS AND CAB SIGNALS. 





In view of the fact that a committee of the Railway Signal 
Association (of which W. H. Elliott, of the New York Central, 
is chairman) is going to report on the subject of automatic 
stops and cab signals next week at Washington, it will not be 
out of place to review briefly the situation in that field at 
the present time. We shall not go into history, for that 
would involve a search of the patent office, which might lead 
back to prehistoric times. The first man who thought of a 
cab signal flourished a good while ago. The earliest historic 
item in connection with this subject which is worthy of note 
for our present purpose is that contained in a catalogue which 
was issued by the Union Switch & Signal Company in 1889. 
On page 284 of that catalogue there is an illustration of a 
semaphore signal fitted with an arm designed to extend 
athwart the track and break a glass on the top of the locomo- 
tive cab. The breakage, liberating compressed air, could be 
made to apply the brakes, sound a whistle and shut off 
steam. The device is recommended in the catalogue as “a 
most desirable feature to be introduced in block signaling.” 
In point of fact the arrangement seems to have been so little 
desired that for 18 years its merits were completely ignored, 
so far as any real use of it was concerned. But a device 
working on the same fundamental principle has lately been 
put up on one of the Erie’s lines near New York city (the 
Northern of New Jersey) and six more signals on that line 
are now being fitted with the stop. The adverse unanimous 
verdict of nearly 20 years is not to be taken as universally 
conclusive, therefore. Aside from this experiment all devices 
of this class under consideration which are now in use are 
arranged to work beneath the engine or car. 

The present status of this art—that is to say, an account of 
the devices now in use—may be set forth in brief space. 
While the two purposes indicated (1) to call a careless engine- 
man to his duty, and (2) to stop a train in spite of an engine- 
man’s carelessness—naturally are considered together, the two 
schemes have been carried out independently except in the 
Erie experiment just mentioned. Those roads which have 
automatic stops have no cab signals and those which have 
cab signals have no automatic stops. 

The cab signals now in use are on the— 

Northern of France. 

North Eastern (England). 

South Eastern & Chatham (England). 
Great Western Railway (England). 
Erie. 


Automatic stops are now used on the— 


1. Boston Elevated. 

2. Interborough Rapid Transit (subway) (New York). 

3. Hudson & Manhattan (Hudson river tunnel between New York 
and Hoboken). 

4. Philadelphia Rapid Transit (elevated). 

5. London underground lines. 

In addition to the foregoing there should be mentioned 
Boult’s induction cab signal, which was tried on the Manches- 
ter, Sheffield & Lincolnshire, and was described in the Rail- 
road Gazette of May 21, 1897. We mention this, notwithstand- 
ing the fact that it has been long neglected, because it 
embodies a principle generally recognized as having merit. 

1. The Northern Railway of France is equipped with elec- 
tric contacts, by which a whistle is sounded in the cab of the 
locomotive when a distant signal is passed at caution. The 
apparatus has been used on the line for 20 years, and at the 
present time it is in use throughout the company’s lines. It 
is, however, an open circuit arrangement, and as the silence 
of the whistle in the cab means “all right,” a failure of the 
battery or the breakage of a wire would give a false clear 
signal. 

2. On the North Eastern (England,) Raven’s mechanical 
cab signal, described in the Railroad Gazette of March 8, 1901, 
has been in use since 1895, and for several years on over 100 
miles of road and on 100 or more locomotives. 


AeeonD 


2G. 

















Octoser 9, 1908. 


In this system, as in the electric system on the Northern of 
France, silence means “all right,” so that a breakage or failure 
of the apparatus might give a false clear signal. Mr. Raven 
has within the past two years introduced an electric cab sig- 
nal which he proposes to use in place of the mechanical sig- 
nal. This was described in the Railroad Gazette of Feb. 14 
and 21, 1908. With his electric arrangement Mr. Raven pro- 
poses to give, at diverging routes, distinctive signals for the 
different routes; but we have no report of the use of this 
modification. The apparatus has been in use two years. 

38. The apparatus on the South Eastern & Chatham is that 
of Bounevialle & Smith. It is an electric contact cab signal, 
arranged to give proceed indications. It has been in use 
experimentally about one year at moderate speeds. Where a 
train is held at the home signal, it is designed to have the 
engines stop over a long contact rail and, by means of an 
electric connection with this rail, telephone communication is 
established between the engine and the signal cab. 

4. The cab signal on the Great Western of England was 
described in the Railroad Gazette of Nov. 15, 1907. This appar- 
atus gives proceed indications and takes the place of visual 
distant signals. It has been in use on a Single-track branch 
line for over a year and is being installed for experimental 
use on the main line. One of the engines fitted with this 
signal has a hollow iron arm depending from the under side 
of the cab, which can be heated by steam for the purpose of 
melting snow or ice off from the ramp on the roadbed. 

5. On the Northern division of the Erie Harrington’s cab sig- 
nal has been in use for about a year, and the company is now 
preparing to equip a considerable number of signals and a 
considerable number of engines. With this apparatus the con- 
tact is made on the top of the locomotive cab, and it is both 
a cab signal and an automatic stop; the striking of the signal 
arm by a bar fixed on the locomotive exhausts air from the 
air brake pipe and, at the same time, sounds a whistle. 

An electric contact scheme is in experimental use on the 
State Railroad of Belgium. 

The Boston Elevated and the roads shown below it, in the 
list given above, are all electric lines, and the automatic stops, 
giving no signal in the cab, work in connection with automatic 
block signals. All of these automatic stops move a trip (fixed 
on the track) into position to open an air brake valve on the 
leading car of a train; and all are worked by compressed air 
except those in the Hudson river tunnel, where electric 
motors are used instead. On the London lines, which are 
operated by several different companies, there are about 1,000 
of these automatic stops. 





So much for the facts. In forming any estimate of the facts 
of the situation certain collateral considerations should be 
borne in mind. The oldest installation is No. 1, the Northern 
of France; but although this exampie is almost in sight of 
England, the English roads, though they have much trouble 
with fog, have not copied it. The French experience (with 
open circuits) affords no aid in the solution of the principal 
questions that American signal engineers raise, in connection 
with this problem. Raven’s mechanical cab signal (No. 2) 
has been in use since 1895, but it seems to have found no 
favor with other companies, and the inventor is superseding it 
with an electric signal. It is proper to say, however, that this 
mechanical cab signal has given such a good account of itself 
that, where it is regularly used, the usual English arrange- 
ment of assigning fogmen to each fixed distant signal in times 
of fog, is done away with. Both France and England are quite 
free from disturbance by snow, as compared with the northern 
states of America. England has dense and protracted fogs; 
but some of the roads which suffer the worst from this cause, 
seem to be wholly oblivious to the merits of cab signals. 

The Great Western cab signal (No. 4) is comparatively 
new; but its simplicity and the satisfactory way in which it 
serves as a substitute for fogmen have commended it to the 
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Chief Inspecting officer of the Board of Trade, Col. Yorke, 
(Railroad Gazette, Feb. 28, 1908), and it is used, with the con- 
sent of the Board of Trade, as a substitute for—not an adjunct 
to—visual distant signals. 

All of these European cab signals evidently have been intro- 
duced on the theory that the desideratum is to make sure that 
the engineman may know when he passes each distant signal, 
and may know its indication. Provision against dangers aris- 
ing from enginemen dropping dead, or from recklessness or 
insubordination appears not to have been thought of. 

Coming now to the Boston Elevated and its followers we 
have a different situation. These have the automatic stop, but 
no cab signal. All of these roads are practically free from 
snow troubles and so are relieved from one of the objections 
brought by most signal engineers against movable apparatus 
on the roadway or any contact device near the ground. All 
use electric motors and so have to do without the real or sup- 
posed advantage of having a fireman to aid the driver in keep- 
ing a lookout for signals. This, no doubt, was an important 
factor in their decision to use automatic stops. The extreme 
density of traffic was another. The regularity of the traffic 
and of the length of trains is an advantage, in using automatic 
stops, which would be wanting on the ordinary standard 
railroad. 

These electric lines afford the only iarge body of experience 
which throws light on the problems, either of the automatic 
stop or the cab signal. The officers of those lines which have 
used the stops longest speak approvingly of them, and the 
stops have actually prevented collisions. That the stops have 
made fine records for long periods without failure has been 
often stated. Whether or not there are other records, not so 
free from failures, which have not been made public, is a ques- 
tion on which light is needed. The inspection of these city 
railroads is as thorough, probably, as any railroad inspection 
in the world. This fact is to be kept in mind, when con- 
sidering the question of the general introduction of automatic 
stops, for one objection which is always brought against any 
proposal to introduce mechanical or electrical refinements in 
railroad practice, is the difficulty of securing efficient 
inspection. 

In our list of things accomplished we have included Boult’s 
device, though it was tried for only a short time and was 
then taken out. We do this because by reason of the serious 
objections which are always raised against the use, in exposed 
places, for fast trains, of any kind of contact device, it seems 
proper to give careful attention to any successful experiment 
with apparatus which accomplishes the desired end without 
depending on contacts. All contact apparatus, whether “ramp” 
or steel brush, or a lever to be violently struck, are viewed 
with suspicion by railroad officers who have had severe 
experiences with snow and ice. That Boult’s device was suc- 
cessful is attested by responsible officers of the road on which 
it was tried. It was taken out because the management of the 
road, having engines of several foreign lines constantly trav- 
ersing their tracks, objected to any system requiring engines 
to be specially fitted. 

The Miller cab signal has been tried, but is not now in use. 
The same may be said of Phillips’ cab signal, which was tried 
on the North Staffordshire road. The Rowell-Potter apparatus, 
which was used on the Chicago Elevated lines, is mentioned 
below. 

We have made this review because of the action of the Rail- 
way Signal Association. The Association has acted chiefly, no 
doubt, because the United States government has acted; and 
the action of Congress was based on a statement that auto- 
matic stops ought to receive consideration at this time because 
of the high degree of perfection which they have attained. 
But whether any or all of these events or activities mark real 
progress is a question which is yet to be answered. The 
examining board which was appointed by the Interstate Com- 
merce Commission in 1907, has thus far spent its time mainly 
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in the examination of incomplete inventions, most of which 
have not even been tried. The board has examined those auto- 
matic stops which are in use—on the New York subway, the 
Boston Elevated, -etc.; and those cab signals which have been 
developed in Europe—chiefly those on the Great Western of 
England, the North Eastern of England and the Northern of 
France; but so far as new devices are concerned, it has thus 
far examined only one which is in actual operation—that on 
the Chicago, Burlington & Quincy, of which notice was given 
in the Railroad Age Gazette, July 24, page 572. Even this is 
not wholly new. It is new in the sense that the installation 
represents the latest ideas of the Rowell-Potter people, who 
have made other installations during the past 15 years, and 
whose earlier devices are already known to railroad officers. 
No report has yet been made on tae Burlington installation. 
The extent to which the railroads of the country agree with 
Congress concerning the desirability of extending the use of 
automatic stops, and the degree in which the conservatives 
endorse the claims of the enthusiastic inventors who are con- 
stantly bringing out new'and “original” devices for insuring 
the safety of railroad travel, will probably be brought out in 
the discussion of the committee report before the Association 
at Washington. 





NEW YORK, NEW HAVEN & HARTFORD. 





Considered as one of the great railroad systems of the coun- 
try the New York, New Haven & Hartford occupies a unique 
situation territorially. It is a monopoly well nigh complete; 
it handles an immense passenger traffic falling not much 
below its traffic in freight and far exceeding it on its main 
line; and it taps a territory which produces almost no new 
material and low class freight. It carries in Connecticut, 
Rhode Island and Massachusetts almost nothing that comes 
directly out of the ground. Its main business comes from 
the factories and from raw material that has been worked up. 
A factory region is apt to be the first to feel the shock of 
panic and the later stress of financial and industrial depres- 
sion, and it is apt to feel them suddenly. That fact gives the 
returns of the New Haven company for a year that includes 
more than six months of financial stringency peculiar interest 
and value. 

A table giving earnings by months in the report show the 
results that were logically to be looked for. As compared 
with the previous year July of 1907 showed an increase in 
gross earnings of all kinds of $347,308; August, $534,954; Sep- 
tember, $198,614; October, $369,665. Then the earnings fell 
suddenly as if struck off by a knife. November returned an 
increase of but $3,146; December a decrease of $283,732; Jan- 
uary of $628,965; February $389,442;- March $737,881; April 
$451,206; May $900,482, and June $613,789. In the first five 
months of the fiscal year gross earnings increased $1,453,689. 
In the last seven months they decreased $4,005,478. The 
contrasted figures give a dramatic picture of the impact of 
hard times upon a factory region and the reflection on rail- 
road traffic. Freight business was, of course, hit first but 
in the later months the passenger business dropped also. 

Coming to the main body of the report one finds new clas- 
sifications and transferred items which make some of the com- 
parisons very difficult. One must often deal with summaries 
and generalities rather than precise figures. This is doubtless 
due ‘in part to the accounting orders of the Interstate Com- 
merce Commission. 

Gross earnings from operation fell from $55,601,936 to $53,- 
050,137. But operating expense rose from $37,850,081 to $38,- 
213,557, and the operating ratio to gross from 68.07 per cent. 
to 72.03 per cent., including a rise of the maintenance charge 
from $5,479,089 to $5,983,825—this in spite of large savings in 
demurrage charges and heroic reduction of expenses during the 
last quarter of the year, which included the cutting of salaries, 
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curtailment of train service and discharges of men. The in- 
ference is fair that the anomaly is to be explained by the 
Interstate Commission orders, notably that insisting on the 
depreciation charge. Receipts from all other sources carry 
the total income after operation and taxes to $19,816,956 with 
deductions in fixed charges by interest rentals and hire of 
equipment (altogether $14,550,387), leaving $5,266,569 for divi- 
dends as contrasted with $8,893,041 last year. A surplus over 
dividends of $1,988,053 last year thus changes to a deficit of 
$2,516,692. The outstanding stock in the hands of the public 
is $97,895,700, which at the regular § per cent. dividend calls 
for $7,831,656. The road thus lacked $2,565,087 of earning 
the dividend requirements, or a little more than 2.5 per cent. 
It earned about 5.5 per cent. and paid 8. But with the ac- 
counting made as last year there was probably about 6.5 per 
cent. for the dividend and the deficit is materially reduced. 


As in the case of other railroad companies of standing which, 


have paid unearned dividends—nominally from past surpius— 
the policy of the New Haven has been one of hope looking 
to the revival of business. But unlike some other corpora- 
tions it has the comfort of cash on hand amounting to $23,- 
153,279 and sufficing for all maturing obligations probably 
up to January, 1910. This gives it the fiscal timber to bridge 
the gap in business and no doubt influences its dividend 
policy. Its stock and convertible debenture holders during 
the year have, by the way, received “rights” equivalent to 
about 5 and 3.5 per cent. dividends respectively if they sold, 
and about double these figures if they took their “rights” 
up. Excluding merger debts assumed during the year the 
debt of the company has increased by $37,541,870, but this, 
presumptively, must be decreased to $14,388,591 by the sub- 
traction of cash on hand which is to be used largely to meet 
maturing obligations. 

Summarized in a broad generality the situation finds the 
New Haven road with debt expanded but with cash to meet 
demands for fifteen months to come and meanwhile waiting 
and hoping for a traffic revived and with the most drastic 
economies in force. It has one element of hope denied to 
some other lines. If the industrial depression hits a factory 
region quick and hard so does revived prosperity. It has 
been stated authoritatively since the report was issued that 
the September (1908) business indicates a decided revival 
of the freight traffic. On the other hand the summer pas- 
senger business to and from New England summer resorts 
has somewhat unexpectedly fallen—a loss attributed largely 
to the automobile—and a hot summer failed to sustain the 
trolley traffic which had held up well in the spring. The 
latter is attributed to low funds of the unemployed who at 
first had nickels to use. But close economies on the large 
trolley systems of the company have made the net showing 
much better than last year. 

Perhaps the most interesting branch of President Mellen’s 
bold policy in the past has been his absorption of electric 
railways which have included practically all the street rail- 
ways in Connecticut and Rhode Island and several hundred 
miles in Massachusetts. The suit against the company in the 
latter state to alienate the trolleys and the necessity of avoid- 
ing technical admissions in the report that could be used 
in court now prevent all survey of that subject. The earnings 
of the Massachusetts trolley are evidently not returned even 
in the general net receipts from the street railways; and the 
Connecticut and Rhode Island trolley statements are presented 
under new schedules. It can be stated, however, that the 
trolley lines during nine months of acute business depression 
make a much better showing both relatively and absolutely 
than the steam system. Pursuing the same policy of non-ad- 
mission pending litigation the same gap appears in the re- 
port in connection with the Boston & Maine stock purchase 
of 109,948 shares which figured in last year’s report in the 
text and also under the head of “other investments.” It now 
disappears. But it will be noted that treasury stock of 239,824 
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shares originally issued to buy up the remaining Boston & 
Maine stock is still held. The outcome depends upon the 
government suit. Meanwhile during the period that the 
merger is held up the New Haven at least escapes the grave 
responsibility of Boston & Maine physical organization at a 
cost represented by the difference in dividend between the 
two roads on 109,948 shares. 

President Mellen makes in his report the significant state- 
ment that “a recent valuation of the company’s property in- 
dicates that an 8 per cent. dividend amounts to a return to 
stockholders of less than 4 per cent. of the replacement value 
of their property.” Stated differently this means that the 
property, as recently revalued in the investigation by Vice- 
President Stevens, is worth more than double its cost. In 
the general balance sheet the cost of properties is returned 
as $246,308,464 exclusive of the Massachusetts trolleys and 
of outside investments of nearly $80,000,000. The Stevens re- 
valuation as applied to the $246,308,464 would indicate about 
$492,616,928. If applied to the whole asset summary of the 
sheet ($368,498,235) it would indicate about $736,996,470. If 
we duplicate the book value of plant and equipment and let 
the rest of the assets in at book value we get what is probably 
the much more accurate valuation of about $600,000,000. Due 
allowance in such a case must obviously be made on the 
plus side for the enormous increase of value of property— 
especially realty—of 4 road now more than half a century 
old and on thetminus side for its actual value as railroad 
property measured by net earning power. 

Some special features of the report must be briefly noted. 
The panic found the company bound to many contracts the 
fulfilment of which appear in additions to rolling stock and 
some 40 physical improvements, including 34 grade crossings 
eliminated. Last year’s deficit of $380,419 in operation of the 
Central New England changes to a surplus of $335,868 now that 
the Poughkeepsie bridge has been repaired. The Sound boat 
lines on operation returned $481,513 over expenses as compared 
with $635,127 last year—a decrease due presumptively to both 
rivalry and the traffic depression. The Milbrook purchases, 
potential basic lines for new terminals in New York City, 
are entered at book value of $11,762,483. 

What President Mellen has to say about economies so clearly 
expresses a familiar railroad condition as to be worth its 
quotation: 

“It was a difficult task to reduce the expenses from the 
high-water mark that had prevailed to December 31, 1907. 
The public have yielded, although most unwillingly, to a 
moderate reduction in service and facilities; the employees 
have been reduced in numbers but not in their rate of com- 
pensation; the officials have had a cut in salaries, but the 
great items that enter into the cost of conducting the affairs 
of a public service corporation are still at the highest mark 
of the most prosperous times of recent years, and, unless labor 
and those controlling the price of materials share the neces- 
sary liquidation, it is inevitable the price of transportation 
Must be advanced in order that a reasonable return be had 
upon the money invested. It must be admitted there is an 
economic fallacy somewhere in a policy that results in an 
advance in prices during a period of extreme depression, but 
it is impossible for any one interest to bear the burden of 
high prices for the major portion of what constitutes its cost 
of production, and with a constantly diminishing volume of 
business be barred from receiving a sufficiently remunerative 
return upon the same.” ; 

Annexed are the principal statistics of operation: 


1908. 1907. 
ALON MO? WORE. 6s <5 0c «cro oo misc e-nierne 4,31 4,332 
CPORMT CAE MOI or ois o lc oa here deterd cleric aloee $53,050,147 $55,601,929 
POPCHOUG CRETE GD 06:6) si's ciceaiea enlace no ere 25,281,434 28,386,704 
PGRSGUGEY COPUINOE. 5. 6c 5. 6-60 0 ed oces. cece 23,003,115 26,758,929 
‘QDEIREINE CEDCRSES. one. ceciovcicis ocerieowcne 38,213,557 37,850,081 
Main. WAS ANG StlUGs 6.6. <cccnecnnsecnne 5,983,825 5,479,089 
TRG CUNO oleic a lags codec cuclectnaa aalen 14,836,589 17,751,854 
ING GH SIICOMIOE wars aio s/sld dct oe «ai elece a ereanoues 5,2€6,569 8,893,041 
Marple for the ear ss «<< 6:.5si6) «60 40,015 one *2,516,692 1,988,053 
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BROOKLYN RAPID TRANSIT. 





A city rapid transit system has much less to fear in a period 
of commercial depression than a steam railroad has, because 
it has no freight traffic of consequence to lose, and that portion 
of the working population which is not actually out of em- 
ployment can be counted upon to continue furnishing rush- 
hour traffic. Pleasure traffic, however, is affected very directly 
in a hard-times year, and the Brooklyn Rapid Transit, with 
its summer resort lines, carries a great deal of pleasure 
traffic, particularly in the summer months. The balancing 
of these conditions on the Brooklyn Rapid Transit in the 
fiscal year ended June 30, 1908, produced about the effect that 
might have been expected; that is to say, gross earnings 
showed a small increase for the year over the previous year, 
although this increase was materially less than the normal 
one. It is probable that the 1909 fiscal year has already 
felt some unfavorable influence from the falling off in pleasure 
traffic during July, August and September, as compared with 
the same months last year, but this reduction in earnings 
again bids fair to be offset by normal increases during the 
present fiscal year, so that the general financial returns at 
hand, aS compared with those of any steam railroad, which 
we have as yet reviewed, show up well, and the company’s 
pvsition appears to be a strong one. 

President Winter points out that the opening of the subway 
for regular operation between Battery Park and the terminus 
al Flatbush and Atlantic avenues, Brooklyn, has somewhat 
affected the revenue of certain lines, but no materially harmful 
results to the business of the company have been manifested, 
and none are expected from this addition to the lines of com- 
munication between Manhattan and Brooklyn. In a case 
like this it is obvious that it is not merely passenger move. 
ment on lines passing through the vicinity of the subway 
that has to be considered, but also changes of current at appar- 
ently remote points. The very fact of the establishment of 
these new subway stations in a part of Brooklyn, hitherto 
rather difficult of access from downtown New York, must of 
necessity create new business, arising from the building up 
of the locality. The Brooklyn Rapid Transit ought to be 
very glad to have as many new residents as possible brought 
to Brooklyn with their families. Whether or not the new 
residents themselves travel over the B. R. T. on their way to 
and from work, their families are certain to use it in greater 
or less degree for daily travel, outside the rush hour limits. 
The long haul from remote points in Brooklyn to and across 
the Brooklyn Bridge for a nickel, during the hours of maxi- 
mum congestion, is by no means the most profitable work 
which the Brooklyn Rapid Transit Co. can undertake, and 
its geographical situation is such that it ought to profit quite 
certainly from the development of the alternate route from 
Brooklyn to New York through the subway. It takes time, 
however, to develop this family traffic, and the guess may be 
hazarded that there was a temporary loss, amounting to 
perhaps a thousand dollars per week-day, following the ope2n- 
ing of the subway extension. 

Gross earnings from operation were $19,870,567 in 1908; 
an -increase of $488,979. The increase in operating expenses 
was somewhat smaller than the increase in earnings, and 
the income from miscellaneous sources increased $122,658; 
but taxes and fixed charges were $508,552 higher than they 
were last year, so that the resultant net income decreased 
from $2,444,662 in 1907 to $2,072,873 in 1908. From this net 
income $229,781 was charged to betterments, and a surplus of 
$1,844,092 was carried forward for the year. 

In our issue of July 17, we raised the question whether or 
not it paid to furnish rapid transit to great cities under 
present conditions. In the old horse-car days it paid exceed- 
ingly well. The lines were short and gave few or no transfers; 
then they were electrified at great cost and, after a compara- 
tively few years, the original electrical equipment was in most 
cases thrown away, owing to rapid improvements in the art, 
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and new equipment was installed at still greater cost. Mean- 
while, the tendency to extensions was continuous, but the 
prevailing rate of fare remained at 5 cents, while throughout 
this extension period consolidations were continually being 
made, until it generally happened that almost if not quite the 
entire street railway mileage of a given city would be owned 
by one corporation, and hence compelled by statute or by 
strongly expressed public opinion to give universal transfers 
at all intersecting points on the lines. 

This matter has been presented before, but it needs saying 
again and often. Street railway development in the last 
decade has been so extraordinarily rapid that people and 
communities have entirely forgotten how much they are get- 
ting, as compared with what they used to get, and how little 
they are paying for it. Mr. Winter points out in the current 
Brooklyn Rapid Transit report that “encouraged by the rapidly 
increasing demand for more and better local transportation, 
and the assumption that the gross rate of 5 cents for the 
carrier could be substantially preserved, enormous expendi- 
tures have been made in the improvement of existing facill- 
ties and the creation of still more costly means of transit, and 
these vastly enhanced conveniences have been turned to public 
use without increase in the rate of fare. On the contrary, 
through the growth of transfers, the average gross return per 
passenger has been decreasing until the cost of transportation 
supplied per capita and the amount received for it have come 
unpleasantly close to each other.” As an example of the 
kind of service which the company has to all intents to give 
to the public free of charge, as a result of this extension and 
co-ordination of the system, it should be noted that at the 
present time some 13 per cent. of the Brooklyn Rapid Transit’s 
car mileage is on the bridge proper and yields no return, 
except for the insignificant payments from passengers who 
cross the bridge without continuing their trip. It was a 
public necessity that the trolley cars should cross the Brook- 
lyn Bridge, but the mistake was made earlier in the history 
of the company in the terms arranged with the city. There 
was no reason why the company should have paid the city 
anything for the privilege of operating 114 miles of track for 
nothing! Yet the actual operating loss (capital charges not 
included) from the bridge mileage, 1900-1907, was $4,410,872.* 

There were carried 515,184,967 passengers during the fiscal 
year ended June 30, 1908—a number equivalent to more than 
six times the population of the United States! The average 
gross earnings per passenger were 3.67 cents, and the average 
cost per passenger was 2.25 cents, leaving an average net per 
passenger of 1.42 cents, which had to provide for bond 
interest, taxes and all charges except operation. It apppears 
to the observer that this extremely narrow margin could be 
bettered in either one of two ways; by a flat increase of fares, 
as in the case of the Boston & Northern, or by curtailment of 
the transfer privilege. A flat increase of fares is plainly out 
of the question, however, under present conditions in Booklyn, 
and a reduction of the transfer privilege seems a much more 
hopeful method, particularly as the rapid transit public across 
the river has seen transfer privileges so much reduced by 
order of the United States court during the last six months 
that the spectacle does not raise the tumult it formerly did. 

It is a noteworthy tribute to the ability of Mr. Winter that 
in the face of unceasing discouragements and a bitterly hostile 
public attitude, he has been able to place his company on a 
profitable commercial basis, to raise its solvency above question, 
to take it out of politics and to provide for a comprehensive plan 
of general betterment work, much of which has now been carried 
out, while the financing of the property is now in such strong 
hands that it can obtain necessary funds at much lower cost 
than formerly. It remains for the traveling public and for the 
self-chosen public champions in the daily press to realize that 
good service is not to be had for nothing, and that, measured 
by the general scale of the world’s commodity prices, the 





* The details of this computation are worked out in a footnote on 
page 508 in our issue of July 17. 
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inhabitants of great cities, and notably of the greatest cities, 
are traveling long distances a good deal cheaper than they 
have any right to, by courtesy of the traction consolidations 
which they so heartily denounce. 

The following table compares the 1908 operations of the 
Brooklyn Rapid Transit Co. with those of 1907: 


1908. 1907. 
Gross earnings from operation: S78 oe. $19,381,587 


Operating expenses ......... 11,939,57 11,465,705 
Net earnings from operation... 7,930,988 7,915,882 
Income from other sources ... 677,824 555,166 

Ota NCO: o-o.<567s 016 41500050 ¢ 8,608,812 8,471,048 
Taxes and fixed charges ..... 6,534,939 6,026,387 
PNOEAIHCOING. o.ci0, ovaieteieieie's co soretecs 2,073,873 2,444,662 
POLLCEMIRUES S605) 56 6.50059 e155 229,781 442,063 
Surplus for the year ........ 1,844,092 2,002,598 





ATCHISON, TOPEKA & SANTA FE. 





The Atchison, Topeka & Santa Fe has come through the 
past year in much better shape than appears from its income 
account. The road has suffered severely from its inability to 
hold down operating expenses, and on a casual examination 
of the report for the fiscal year ended June 30, 1908, the fact 
that the operating ratio was 67 per cent. last year as com- 
pared with 62 per cent. in 1907 is apt to give an impression 
of inefficient operation, which on closer examination will be 
found to be quite wrong. For the last 12 years the Santa Fe 
has been expanding its territory, improving its roadbed and 
equipment and acquiring valuable new lines to an extent 
equalled by few other roads, and during this time it has 
had both gross and net earnings more than proportionate to 
its increase in mileage, while at the same time its funded 
debt and capital stock outstanding have by no means been 
increased in proportion to the increase in earning power. 

The policy has been one of expansion, clearly warranted 
by a constantly increasing business so that now, when in the 
opinion of the directors and officers business no longer holds. 
out prospects of increased return on added mileage, the com- 
pany can stop short and turn its entire attention to develop- 
ment of its already existing lines. Capital requirements have 
been fully met; the improvements that have been under way 
in the last few years are now nearly completed, and during 
the next year the net earnings of the road should show the 
results of these improvements. On June 30, 1907, the com- 
pany had under construction 488 miles of new railroad, and 
on June 30, 1908, in addition to an increase of 142 miles in 
lines operated, it had completed that portion of the Eastern 
Railway of New Mexico, Texico, N. Mex., to Rio Puerco, 
278 miles, and the Arkansas Valley extension 107 miles. 

To pay for these additions and for betterments and for 
other purposes the company issued $4,000,000 general mort- 
gage 4 per cent. bonds and $3,475,000 Eastern Oklahoma divi- 
sion bonds, and $26,056,000 convertible 5 per cent. bonds (of 
which about $9,000,000 was subscribed for at par by stock- 
holders and the remainder sold to J. P. Morgan & Co.) Sub- 
tracting from the sum of the new bonds issued the obliga- 
tions purchased or retired we find that the company increased 
its funded debt during the year by $31,282,870. In addition, 
since the close of the fiscal year the company has sold $17,- 
000,000 Transcontinental Short Line first mortgage bonds, 
secured by a mortgage on the Belen cut-off and other newly 
acquired or built lines aggregating 695 miles. It must be 
borne in mind that during the year under review the com-- 
pany has derived no advantage from the Belen cut-off as a 
through passenger and freight route between Chicago and 
San Francisco, so that the large estimated savings in operat- 
ing expenses that are to come from its use for this purpose 
in connection with the Panhandle division are not in any 
way reflected in the annual report. When one considers 
that the new line will have a maximum grade of 1.25 per 
cent. and has only one grade westbound of over 0.6 per cent., 
while the La Junta division in use during 1908 had two 
grades of 3.5 per cent., it does not seem too much to expect 


that much time can be saved by passenger trains between Chi-. 


cago and San Francisco, and substantial sums saved in cost. 
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of conducting transportation in the freight department. 

Gross earnings, although large for the first six months of 
the fiscal year, fell off for the whole year $4,000,000, being 
$90,600,000 in 1908, while operating expenses increased by 
$2,000,000, being $60,800,000 last year. Of the decrease in 
gross earnings the loss in revenue from freight was over 
$4,000,000, while passenger earnings increased from $21,200,- 
000 in 1907 to $21,600,000 in 1908. The largest proportionate 
increase in operating expenses was about $2,000,000 for main- 
tenance of equipment, this account showing $14,000,000 spent 
in 1908. Conducting transportation also increased by $1,600,- 
000, being about $28,500,000 last year. 

The sums spent for maintenance of property by the Atchi- 
son during the last 12 years has been extremely liberal, and 
the year 1908 was no exception. An average of $1,500 was 
spent for maintenance of way and structures per mile of 
road operated, as against $1,648 in 1907, and $1,479 in 1906. 
In spite of the fact that there were added 81 locomotives and 
6,566 freight train cars, maintenance of equipment, in- 
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the main by a shortage of wheat and cotton crops, which 
caused an average loss of about $2,000,000, and by a reduction 
of traffic in miscellaneous merchandise and manufactured 
articles, causing a loss of another $2,000,000. 
Taxes were over $3,000,000 last year, being 12 per cent. of 
“income applicable to the payment of interest and dividends. 
This is an increase of $740,000 over the preceding year. Part 
of this increase is due to the increased valuation of the prop- 
crty, due probably to the very nearly completed improvements 
and additions to the road, and partly to changes in the laws 
of some of the states through which the Santa Fe passes. 
The balance sheet as of June 30, 1908, explains clearly what 
became of the proceeds of the bond sales during the fiscal 
year. There was $22,000,000 expended for additions and bet- 
terments and charged to capital account, making the total 
valuation of railroad franchises and other property $528,000,- 
000. Material and supplies are carried at $14,600,000, an in- 
crease of a little less than $4,000,000. Cash on hand increased 
a little over $1,000,000, being $9,400,000 in 1908. At the same 





4 ; io 


‘River 






Ni 
Jc, 
AONAYER ‘MAGDALENA @ 
mH is nent 
SALOME =o 4, = 
CULA & PHOENIK© © Ce Bor BO 6% 
. eee Boo White 
cece (MENGE Oaks 
raw “. Lo 
5 3 
%, 
% 












oow* - 
2 90 Cian g 
>. oe om CL - 
Pix eR he. 2 
os -4 A te 
o* od ae = 6 6 08 
IS ort ore & rox 
Ad Eu MORSY oe 
1 at °° 
> met “feoow diva 
“Mey Sor TANGER GP 
IGGING 4 4 


LAS CRUCES 
REL PASO 
G Y eecos 
‘ v9 a4 ye 
ate ABP oR TeMr ww 
J \ 
eS : or 
*\ 
% 

















cluding renewals and depreciation, cost $3,714 per 1loco- 
motive in 1908 as against $3,037 in the previous year; $1,040 
per passenger-train car as against $963, and $106 per freight 
car as against $103 in 1907. It is impossible to work these 
figures out on our usual basis of repairs and renewals be- 
cause of the new methods of accounting prescribed by the 
Interstate Commerce Commission. It might be added here 
that wherever comparisons are made between the figures for 
1908 and 1907, the figures for the earlier year have been re- 
arranged to correspond to the form prescribed by the Inter- 
state Commerce Commission. The maintenance of equipment 
figures are all the more liberal, because the Santa Fe has an 
unusually efficient shop system. 

The average train load increased from 365 tons to 367 tons, 
0.389 per cent., while the average freight revenue per freight- 
train mile decreased about 3 per cent. On the other hand, 
the average passenger revenue per passenger-train mile in- 
creased from $1.13 to $1.17, about 4 per cent., and the number 
of passengers carried one mile increased by 6 per cent., al- 
though the passenger-train mileage decreased about 1 per 
cent. The loss in freight earnings may be accounted for in 


time, accounts payable decreased from $13,700,000 to $8,000,- 
000, the greatest decrease being in audited vouchers payable, 
which were but $3,000,0000 as against $6,900,000 in the pre- 
vious year. In making improvements, reducing curves and 
grades, the policy of the company has been to charge the 
cost of old line abandoned to maintenance of way, and to 
charge to capitai «ccount only the difference between the 
value of the old and new line. Besides the cash on hand 
on June 30 there have been sold, as before mentioned, $17,000,- 
000 bonds, which probably gives the Santa Fe a working 
capital of something over $25,000,000. This capital, when 
considered in the light of a remark by President Ripley that 
the Santa Fe has no plans for extensions or extensive im- 
provements, is quite ample. 

As yet the effect of the extensions of line into new terri- 
tory on the character of freight traffic handled is slight. As was 
pointed out in the review of the annual report for 1907, the 
increase in the tonnage of cotton in that year came probably 
from the new lines acquired in Texas, but last year the cotton 
crop was poor, so that there were but 224,541 tons carried 
by the Atchison, a decrease of about 45 per cent. The ton- 
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nage of dressed meats and of other packing house products 
was considerably larger in 1908 than in 1907, the tonnage of 
dressed meats increasing about 100 per cent. 

Taking the earnings and expenses of the road month by 
month during the past year we see that up to December 
operating expenses were on the increase, but that during 
the last six months of the fiscal year they decreased from 
$5,400,000 in January to $3,600,000. When the Belen cut-off 
is put in operation expenses ought to decrease even further, 
and with a return of business prosperity, net earnings ought 
to show a marked improvement. The policy of the directors 
in reducing the dividend rather than cutting expenditures for 
betterment and for maintenance, although it has had the 
immediate effect of lowering the price of the common stock 
on the New York Stock Exchange, ought in the long run to 
greatly enhance the earning power of the road and therefore 
the value of the common stock. 

The following table, rearranged according to our usual 
method, shows the results for the last two years: 


1908. 1907. 
Mileage operated ........... 9,415 9,273 
Freight earnings ......... os ra % 639 $66, 173,518 
Passenger earnings ...... 643,427 21,171,62 
SPORE CRPRINGS ons o's c00 ic voce 50° 617,796 94,343,308 
Maint. way and structures. 14,414, 875 15,971,733 
Maint. of equipment.. 14,376,338 12,398,159 
Conducting transportation. . 28,487, 035 26,867,503 
Traffic expenses .......... 1,796,691 a; 767.127 
Total operating expenses..... 60,823,964 58,770,704 
MON Sicin-o ate cla oie o wise a)y 30S 61% 3,244,596 2,502,651 
Net CATMINGS «2... cccccescns s BOOS, ZOO 33,069,953 
CARORE ANOOME 6 cis 056 idan ss 27,221,147 33,823,121 
NGEMROOINE 6éisic ss 00.0 sss 00 1: 3" 678,886 22,084,985 
COT ERRTUS .5.4's's'e o.0'e6 siaces 421,710 9,791,226 
RONNIE Geis oi wikas Wwisiowleawie 11,371,297 11,363,723 
NMED crs Glas la oysrerw'a ws aie eee 1,885,879 770,873 


*Including improvements and fuel reserve, 





AMERICAN LOCOMOTIVE COMPANY. 





The gross earnings of the American Locomotive Co. for the 
year ended June 30, 1908, were $37,480,000, a decrease of 
$12,030,000 as compared with the previous year. The extent 
to which the business of the company was reduced by the 
financial depression is better realized when it is understood 
that this falling off of $12,000,000 occurred in a period of less 
than half a year, for while the general depression began eight 
months before the end of the fiscal year, the company had on 
its books orders which kept its plants in operation at nearly 
their full capacity until about the first of March. An indica- 
tion of the amount of business being done on June 30, 1908, 
is the value of contract work in course of construction, carried 
on the balance sheet of that date at $2,200,000; the corre- 
sponding amount a year previous was $4,200,000. The expenses 
of manufacturing, maintenance and administration were 
$32,500,000, a decrease of $10,250,000, leaving net earnings of 
$4,990,000, a decrease of $1,780,000. 

Profits after fixed charges were $4,530,000, a decrease of 
$1,830,000, equivalent, after paying 7 per cent. on the preferred 
stock, to 11.1 per cent. on the $25,000,000 common stock. In 
the previous year, 18.4 per cent. was earned on the common. 
While the full dividend of 5 per cent. was paid on the com- 
mon during the past fiscal year, as well as one quarterly 
dividend (August) since the close of the year, the quarterly 
dividend payable in November, 1908, was recently passed. 
The directors announced that they expected the company 
would be among the last to feel material improvement, and 
that they were therefore looking forward to the continaunce 
of reduced earnings. Considering the great curtailment of 
output which, as pointed out above, the company has suffered 
since last March, this action of the directors seems properly 
conservative. The surplus after dividends was $1,530,000, a 
decrease of $1,830,000. In each of the two preceding years, 


$2,000,000 was set aside from surplus for the extraordinary 
additions and betterment fund. This was not done this year, 
but $500,000 was reserved for replacements and maintenance, 
this being a new fund. 


On June 30, 1908, there remained 
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$1,990,000 unexpended of the betterment fund. The net 
credit to profit and loss was $1,030,000, a decrease of $330,000, 
making the total profit and loss balance $8,470,000. 

The American Locomotive Co. has no bonded debt, but 
four of its subsidiaries have bonds outstanding to the aggre- 
gate amount of $2,967,500. The company, however, has out- 
standing $4,000,000 short term gold coupon notes which mature 
in installments of $1,000,000 each October. The original issue 
was $5,000,000, the first instalment having been paid in 1907. 
During the past year, the company sold $900,000 of preferred 
stock which it had held in its treasury, so that the entire 
$25,000,000 is now actually outstanding. 

During the year, the subsidiary companies owning the 
Richmond Locomotive Works, the Manchester Locomotive 
Works, the Rogers Locomotive Works, the Cooke Works 
and also the American Locomotive Automobile Co. were 
consolidated with the American Locomotive Co. In doing 
this, certain balances were adjusted, and this involved a 
charge of $520,000 against the profit and loss surplus of 
the company. The surplus given above is that remaining 
after the deduction. Partly because of these consolidations, 
the cost of property, as given on the general balance sheet, 
was increased from $46,930,000 to $49,580,000. Assets were 
correspondingly reduced by the deduction of the capital 
stock of the Rogers Locomotive Works, heretofore carried 
at $1,970,000, but the amount of sundry securities owned in- 
creased from $410,000 to $1,100,000. 

The Montreal Locomotive Works, Ltd., has issued to the 
American Locomotive Co., at par, $2,485,500 additional stock in 
payment of advances for extensions of its plant, making the 
total outstanding $3,000,000, all of which is owned by the 
American Locomotive Co. The locomotive works at Provi- 
dence have been closed, the capacity of other plants having 
been increased correspondingly, and the automobile plant 
alone is now operated at Providence. 

During the year the foreign business of the company has 
increased, sales being made in Japan, Corea, China, Europe 
and South America. The Canadian business has also devel- 
oped satisfactorily. A new item apppearing among the assets 
is $370,000 worth of steam shovels, contractors’ locomotives 
and automobiles carried in stock. 

The convertible assets and current liabilities as of June 30, 
1908, and June 30, 1907, are as follows: 


Convertible Assets. 


1908 1907. 
MENARD 6 sacs te vatavader stain cuales wis aid tas poatala tar whe oy Slaton ee $4,744,928 $2,654, 230 
ACCOURINSCOMBCUIDIC: x ci0 0:04 01.005 0 ble creates 5,979,889 10,399,961 
BSAEIS A POCMIWOINO ~ 6 co 6: sisieenidia.a'o ieee olata wieleiw erate 2,948,61 923,206 
OREPRO Cl CANNON EINES 55 fers cia) aha: pid witeiie fe ee nsie ates 25,520 17,440 
Advances to Automobile Co.......0ssese08¢ weaieieia 1,772,260 
Material and GUDDIIOS:«... 6.006.000.5660 e008006 3,017,056 4,161,128 
Contract work jin course of construction... 2,204,085 4,195,943 
Steam shovels, contractors’ locomotives and 
automobiles manufactured for stock... 369,506 





$19,289.596 
Current Liabilities. 


$24,124,168 





8. 1907. 

ONE COUDONURGIOS : o.ai% assis os eters 45, Ke $4,000,000 $5,000,000 
AGPOMNRAN ES CURE is 2) ose nu nis: ore shove ararctand 1,318,111 4,516,740 
PRO CE MO SIUOTIONE o:4 i064: 10.6400 o erelaiotaw atlas 85,896 98.604 
MMCIMIMERG INTERES 5 acs os.csceeccdsleceeces 9,600 2,238 
Dividend on preferred stock, payable July. 437,500 437,500 
Dividend on common stock, payable August 312,500 312,500 

$6,163,607 $10,367,582 


The income account for the fiscal year ended June 30, 1908, 
as compared with that of the previous year, is as follows: 
1907-8. 1906-7. 














KSROBA SER TNUMRS 11512) sree. supe ie, nic aieseiaue sisieucioete $37,484,417 $49,515.486 
M’f’g., maintenance and administrative exp... 32,497,627  42,744.381 
DOU SOURIS 25 65405) £0015 5s al nisin ese So ere $4,986,790 $6,771,105 
Interest, ete., on bonds of constituent com- 
PRNIes, COUPON: NOLES; \CUC. - 56:5. 665606 6.00 01550 460,042 412,898 
BRIG bs (s)-0 oor telouers' viola laden Suntars atS ae nua totes $4,526,748 $6,358,207 
Dividend on preferred stock at 7 per cent.. 1,750,000 1,750,000 
Dividend on common stock at 5 per cent..... 1,250,000 1,250,000 
PARIIAUAIES os fare fos)n aise Steins olalowee siete a ayoueiets $1,526,748 $3,358,207 
Extraordinary additions and betterment fund. EE SI 2,000,000 
Reserve for replacements and maintenance. . 500,000 pier eats 


Net credit to profit and loss.........0.sse6 $1,026,748 $1,358,207 
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NEW PUBLICATIONS. 





The Sixz-Chord Spiral. 3y J. R. Stephens. New York: The Engineer- 
ing News Publishing Co. 68 pages; 5 in. x 74% in.; 6 illustrations. 
Price, cloth, $1.25; boards, $1.00. 

The book is a brief explanation of and an argument in favor 

of the use of the gix-chord spiral in track location, instead of 

the track parabola or the polychord spiral. The advantage 
of the method lies in the fact that it is an ordinary multi- 
form compound curve of six ares of equal length, whose 
degrees of curvature increase in the order of the natural 
numbers, and are so arranged that the seventh arc always 
exactly coincides with the main circular curve. It is a method 
that is being somewhat extensively used, with results, as far 
as ease of movement is concerned, fully equal to the true 
parabola. Having stated the case and outlined the method 
of application, numerous examples are given in practical 
demonstration. These demonstrations include that of the 
formula for substituting spirals between two curves by shifting 
the postion of the original tangent, the connection between 
compound curves and calculations of various conditions that 
may arise. The work is clear as far as each solution is con- 
cerned, but is wanting in that it deals with specific instances 
rather than with the principles upon which those instances 
are based. That the six-chord spiral is a rapid and convenient 
method of layout curve approaches there is no doubt, and with 
the general principles learned this book will afford a con- 
venient reference and suggestion as to the exact methods to 
be followed in solving special cases, for the whole is easily 
grasped and requires only elementary mathematical treatment. 

The Confessions of a Railroad Signalman. By James O. Fagan. 181 
pages ; 4%, x 7% in.; illustrated with eight photographs of typical 
wrecks. Houghton, Mifflin Co., Boston and New York; 1908. 
Cloth. Price, $1.00. 

Mr. Fagan’s book is entirely unique in its field, and we be- 

lieve that it is going to accomplish a great deal of good. The 

author himself has had a most interesting and unusual ex- 
perience. Born in Scotland 50 years ago, he studied in Eng- 
land, was apprenticed to a cable laying expedition which 
took him from Portugal and the Canary Islands to Rio de 

Janeiro; then worked for several years in South America as 

a cable operator. Mr. Fagan then caught the gold fever and 

went to South Africa, where he was engaged principally in 

trading. After the battle of Majuba Hill, he went to the 

United States, and, arriving in Boston in the spring of 1881, 

he secured a job on the Boston & Lowell. After a few months 

he went to East Deerfield, Mass., on the Fitchburg Railroad, 
where he worked nights for five years. From there he went 
to the signal tower at Cambridge, where he has now been 
located for 22 years, during which time he has made a very 
unusual study of the sociological side of railroading. The 
book at hand is composed principally of papers which he has 
contributed to the Atlantic Monthly. These papers attracted 
the attention of President Rooseveit, who sent for Mr. Fagan 
to have a talk with him; and also of President Eliot, of Har- 
vard, who asked Mr. Fagan to lecture this winter at the new 
Harvard Graduate School of Business Administration. 


The book is well written and is entirely fearless in its ex- 
pression of what the author believes to be the real trouble 
in American railroad organization to-day. The principal les- 
son of the book is well summed up in Mr. Fagan’s statement 
that “In every day life when a man fails to make a satisfac- 
tory score with a first-class gun, we do not place the blame 
on the weapon. If we desire greater efficiency in marksman- 
ship, we direct our attention to the man. But in the railroad 
business such commonplace logic does not seem to apply. 
When a man violates an unmistakable rule or runs a signal 
with disastrous results, there immediately arises on all sides 
a peremptory demand for a different kind of rule, or an im- 
proved signal. * * * In some way we have got it into 
our heads,’ says Mr. Fagan, speaking for the whole body 
of railroad employees, “that rules are permissive, not posi- 
tive. This principle means the exercise of our own judg- 


RAILROAD AGE GAZETTE. 


1089 


ment according to the circumstances, regardless of the rule.” 

The author believes that in all things that pertain to ma- 
terial well-being American railroad men compare more than 
favorably with any other class of workers in the country, 
but that, considered as responsible individuals, entrusted with 
the care of railroad property and the safety of the traveling 
public, their records are very unsatisfactory. Moreover, when 
an accident occurs there are always people to be shielded. 
The labor organizations are strong and have at hand a very 
complex set of railroad-management-formulated rules, on 
which they can fall back in making a legal or semi-legal 
defense of an engineman who causes a wreck. Moreover, the 
superintendent has by no means a free hand in weeding out 
the men that he believes are going to cause wrecks, before 
the wrecks take place. When discipline is administered, it 
does not always have a helpful effect in preventing similar 
accidents another time. Neither in the interest of public 
lic safety nor for any other reason can the full facts in the 
case be published for the prevention of future accidents of 
a similar nature. “We consider discipline to be a private 
matter, to be settled between ourselves and the management, 
and thus the workings of the system have been arranged 
without any reference whatever to its effects on the interests 
of the millions of people whose lives are placed in jeopardy.” 

Mr. Fagan by no means condemns railroad labor organiza- 
tion as such. He believes that the debt which railroad men 
owe to their organizations admits of no question, and that the 
beneficial results are before them in almost every department 
of the railroad business. The organizations have advanced 
wages and they have been particularly active in inciting leg- 
islation for the protection of life and limb among workers, 
but unfortunately the influence of railroad labor organizations 
has been consistently exercised to nullify discipline, to de- 
stroy personal management and authority and to obliterate 
from schedules and working agreements reference to or con- 
sideration for the paramount interests of the traveling public. 

The author believes that the whole system of railroad rec- 
ords is incomplete when it comes to records dealing with the 
workmanship and character of different men, and of the 
value and significance of the human element in running a 
railroad. “If a certain train crew runs a freight train 200 
times a year, breaking 70 drawbars and upon different occa- 
sions delaying 37 passenger trains, and another crew, under 
very similar conditions, pulls out only 13 drawbars and de- 
lays only nine passenger trains, you may consider the records 
quite important; but in the railroad offices you will find no 
statistics of this nature.” 

Mr. Fagan says that “in the mental composition of the 
American railroad man there is no such idea or faculty as 
dogged obedience;”’ a quality which he considers to be an in- 
dispensable ingredient in producing safety in railroad travel. 
He says that just as soon as the government of the United 
States sees fit to designate carelessness on a railroad as a 
crime, punishable in the same way as carelessness in driving 
horses or automobiles on a crowded thoroughfare, a revolu- 
tion will take place in railroad service. “When the manage- 
ment and the men are called upon to face public assertion and 
public criticism there will be no more hair splitting in the 
interpretation and administration of justice.” 

Nobody can read Mr. Fagan’s very interesting book without 
being convinced that he has at least measurably explained 
why American railroad travel is dangerous. The book is 
open to the objection that while it outlines its case clearly 
enough, it offers no remedy that sounds at all helpful. It is 
not a simple matter, however, to lay down rules for the cor- 
rection of a national tendency—the tendency to take chances, 
and to hold that the man is bigger than the rule. But be- 
fore any important attempt is made at producing remedies, 
it is of the highest importance that the facts be seen straight. 
The great value of Mr. Fagan’s book lies in the straightfor- 
ward manner in which he sees facts and reports them. It 
ought to have great possibilities of usefulness, and we are 
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inclined to think that the distribution of blocks of these books 
to division superintendents for use in their territory would 
well repay the small cost. 


Letters to » the Editor, 








PRIVATE CARS. 


Pittsburgh, Pa., October 6, 1908. 
To THE EpITOR OF THE RAILROAD-AGE GAZETTE: 

In your issue of October 2, you have an editorial on a 
recent ruling of the Interstate Commerce Commission relative 
to demurrage charges not being charged when private cars 
are placed on a privately owned switch. The general tenor of 
this article is so manifestly unfair toward the owners of pri- 
vate cars that sufficient space in your columns is desired in 
order that the question as viewed from their standpoint may 
be answered. 

Primarily, the owner of a private car has become so because 
the railroads were not able, or were unwilling, to furnish him 
with a sufficient number of cars with which to ship enough 
of his product to meet the requirements of his customers. The 
arguments you use in your editorial are the same as those of 
a competitor having the same facilities as his successful rival, 
but lacking the natural qualities that win in any department 
of trade. His foresight is not equal to his necessities, and 
because the private car owner has taken advantage of the 
situation at the proper time there are always those who 
assume he has thus acquired an undue advantage over those 
not owning their own equipment for use in shipping their 
product. There never has been a time, is not now, nor will 
the future bring to light a condition when the law of the 
“survival of the fittest’ will not govern. 

It is a question at this time, and has been for some few 
years past, whether a private car is a source of revenue to 
its owner or a constant bill of expense. Under present con- 
ditions the private car is not a paying investment, and for 
the last few years they cost more than they earn. This is 
due to a variety of causes, and among these may be given the 
following: 

1. Low rate paid as mileage earnings. 

2. Use of private cars by railroad lines for their own uses, 
and to the exclusion of their use by their owners. 

3. Excessive car repair bills, due to rough usage by railroad 
train crews, and a constantly increasing bill of expense as 
they grow older and the repair bills grow larger, and which, 
according to the rules of the Master Car Builders’ Association, 
the private car owner must pay, even though often unjust. 

The writer within a few days received a letter from a 
western firm which received some new tank cars, never used, 
having broken parts, and with the cars received car repair 
bills for repairing the damage done. The rules of the M. C. 
B. Association make the owner of the car responsible for 
such damage as was done, and the firm was obliged to pay the 
bill as presented. It is doubtful if there is a similar case 
on record of such a character in any other business where 
protection of property rights is not accorded the owner of the 
property. In the case of the private car owner versus the 
railroad, it is simply one of might making right to the 
advantage of the railroad. 

On the question of demurrage on private cars when on 
railroad sidings, you say nothing. The expense of such deten- 
tion is one that the private car owner must bear. His property 
is tied up, and the railroad secures the revenue. When not 
moving the car earns nothing for its owner. Who ever heard, 
however, of a private car owner ever having been paid any 
part of the demurrage charges collected on private cars by 
any car service association when the shipment was made by 
a private car owner to one of his customers, and the car was 
loaded with the product of the car owner and in one of his 
own cars? : 


The railroads, as a whole, refuse to furnish tank cars either 
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for general trade or to oil producers or refiners of oil. In 
the case of one road, at present owning the only equipment of 
this kind, the management states that when worn out it will 
not be renewed. There are other lines of business where 
special private equipment is a necessity in order to success- 
fully carry on that business. How then could the Interstate 
Commerce Commission lawfully say to the shippers of any other 
commodity, “You must not own your own cars,” and on the 
other hand, how can they say to the railroads, “You must buy 
all private cars,’’ when to do so involves an expenditure of 
over $200,000,000? 

In a statement made by the writer to an association of 
railroad officers recently, statistics were presented on the 
earnings and cost as furnished by the owners of private tank, 
coal and coke cars, there being five tank car owners, four 
coal car owners and one owner of coke cars. In this state- 
ment the figures due to depreciated value of the car were 
not given. On one side the mileage earnings of these ten 
private car owners was given, showing a yearly average per 
car of $49.25. On the other side were the car repair bills, plus 
yearly interest of six per cent. on the actual money invested, 
and the result was $97.75 as the average annual cost per car. 
These figures were for the year ending the early part of 1908, 
which was a good average year; the net loss per car being 
$48.50. 

Under such conditions as are here given, what private car 
owner would willingly ship his product in his own ear, 
knowing it would be held for an indefinite period by one of 
his customers, when he could make shipment, perhaps prompt 
or otherwise, in a car owned by a railroad line? It is safe to 
assume that one shipment to a customer, under such condi- 
tions as mentioned in your editorial would be sufficient. 

As a leader in its particular field, the writer fully recog: 
nizes the power for good or evil in an editorial of the Railroad 
Age Gazette. For this reason we have thus called your atten- 
tion to what we believe an erroneous and unjust expression 
of opinion on a subject with which you have not as yet been 
as fully and completely informed as you might be. You have 
raised in your own mind a man of straw whom the first strong 
breeze is likely to blow to pieces. 

To the owner of any private car, whether such owner is a 
large or small shipper of such product as he produces or 
deals in, there is no such advantage apparent to him, as your 
editorial would lead your readers to believe. 

ROBERT J. BAILEY, 

Secretary, Individual Car Owners’ Association of the United States. 


Contributed Papers. 


IN PARK AVENUE 











AUTOMATIC “LIGHT” SIGNALS 


TUNNEL. 





The Park avenue tunnel of the New York Central & Hudson 
River, comprising two miles of the four-track approach to 
the Grand Central Station, New York City, has just been 
equipped with automatic block signals (in place of manual), 
and they give their indications, both night and day, by the 
colors of the lights, and therefore have no moving parts. 
In principle -these signals are similar to those in use on the 
Brooklyn bridge, recently described in these columns. The 
New York Central signals are made by the General Railway 
Signal Company, Rochester, N. Y. 

This four-track line has been worked by block signals for 
25 years or more, and since about 1883 by the “lock and 
block,” or controlled manual system. This line was, we 


believe, the scene of the first installation of Sykes’ control 
apparatus in this country. Later the apparatus was recon- 
structed, the Union Switch & Signal Company introducing its 
most elaborate improvements, this to meet the complaints 
that the signals were sometimes hard to find, on account of 
Duplicate lamps were put in at all 


the smoke in the tunnel. 
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of the signaling points, so that both the engineman and the 
fireman, each on his own side, could have the best possible 
view of each signal. The old signals consisted of lamps turn- 
ing on vertical spindles, like a pot signal. In the tunnel 
automatic torpedo-placers have been used for several years in 
connection with the signals, and large gongs, fixed to the 
tunnel walls, have also been in use. Since the last com- 
plaints about difficulty in seeing the signals, an overlap has 





Fig. 3—Relay Box at 
Signal 211. 


Fig. 1—Signal 172, Track 
No. 2; Seventy-fifth Street. 


been provided at the beginning of each block, most of the 
overlaps being about 800 ft. long. 

The abandonment of these former safeguards and the intro- 
duction of the simpler signals has followed the introduction of 
electric motive power, doing away with all trouble from smoke 
in the tunnei. The signals are now worked under the usual 
automatic signaling rules, and the section of about two miles 


i 
\ 


eeprom apparent 





Fig. 4—Signal 83, at Fifty-ninth Street. 


RAILROAD AGE GAZETTE. 


1091 


is divided into nine block sections. Under the former arrange- 
ment there were only three. Each signal is controlled by 
the track circuit of its section and an overlap the full 
length of the next section. The new signals are two-position— 
or, more strictly, two-indication—home and distant, red indi- 
cating stop; yellow, caution, and green, clear. In a few 
cases (as in Fig. 5), where the track is not straight, duplicate 
signals are provided, the same as under the old arrangement, 
one on the right of the track and one on the left. 





Fig. 2—Signal 192; Eightieth Street. 


Power for the operation of all track circuits, signals and 


relays is taken from the 2,200-volt, 25-cycle, single-phase power 
line, and is stepped down to 50 volts through suitable oil- 
cooled line transformers (L. T., Fig. 7). 
serves all the signals, etc., for the four tracks at a given loca- 
tion through a pair of 50-volt local mains. 

Current for operating the track circuits and relay local 
windings is supplied through suitable track transformers 
(T. T.), one for each track circuit. The track winding on 
these transformers is provided with taps for the adjustment 
of the track voltage to suit sections of varying length. Grid 
resistances (G. R.) are employed to prevent an excess current 
flowing from the transformer when a train is at or near the 
location in question. The reactance bonds (B.) permit the 
passage of the traction current from section to section, and 
at the same time offer a resistance to the passage of the 
alternating signal current from rail to rail. These bonds have 
a continuous current capacity of about 5,000 amperes per track,, 
with a momentary capacity of 10,000 dmperes, or more. 

The track relays (T. R.) have two windings, one fed from 
the track circuit and called the “track winding,’ and one 
from the transformer called the “local winding.” The bulk 
of the energy for operating the relay is fed to the local wind- 
ing, only a small amount being delivered through the track 
circuit. These relays are immune to the effects of the trac- 
tion eurrent. 

Secondary track relays (S. T.) are employed for the direct 
control of the various line circuits, and in turn are operated 
by, and in unison with, the track relays (T. R.), as shown. 
While the track relays have sufficient nower to operate four 
or more contacts and to control the lines direct, the secondary 
relays are used to maintain uniformity of construction over 
the entire electric system. The Home and Distant line relays 
are of the same construction as the secondary relays. i. e., 
of the tractive alternating current type. Fuses of suitable 
capacity as shown are employed to isolate trouble. The de- 
vices thus far described will be found fully illustrated and 
further described in the Signal Dictionary. 

These signals were developed to meet the requirements of 
this tunnel, in which there are a number of “daylight” loca- 
tions; and in order to have the indications sufficiently distinct 
in such locations, 7%-in. lenses with 16-candle-power lamps, 


are used. To dissipate the heat developed by the 16-candle- 


One line transformer 
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power lamps, burning two in multiple, and at the same time to 
keep the two light compartments absolutely separate, so as to 
prevent leakage of light from one to the other, each compart- 
ment is independently ventilated as shown. For the lower 
compartment the air passes in at A, up through holes in 
the lower shelf and out at C. For the upper compart- 
ment the air passes in at D and out at E. All ventilating 
openings are so made as to prevent the entrance of rain or 
dripping water. The ventilators (C and D) in the door pro- 
ject inward to keep the front of the door fiush so that it can 
be opened as wide as possible. This is necessary on account 
of the close clearances and hence the necessity of fixing the 
signals near to the wall. The lamps are mounted in double 
porcelain sockets with self-contained fuses, the whole being 








Fig. 5—Signal 194, Track No. 4, Eightieth Street. 


mounted on a wooden block. The block is held in grooves in 
such a way that the block with lamps, fuses and all, can be 
removed bodily for inspection witnout disconnecting any wires. 

All local wiring in the signal is connected to a slate ter- 
minal board at the bottom, as shown, to which all incoming 
wires may be attached. The two lenses, with their lights 
which take the place of one signal arm, are fitted in a separate 
case, i.e., one case is used for the home and a separate case for 
the distant signal. The distant signals, like the old distant 
signals, are fixed from 30 in. to 48 in. above the level of the 


rail. 





B- REACTANCE BOND 

TR: Trac Rey 

ST+ SECONDARY TRACK 
Revay 

H+ HOME RELAY 

D> DISTANT RELAY 

TT. TRACK TRANSFORMER 

LT- UNE TRANSFORMER 

RG - RESISTANCE GRID 

G> GREEN Lint 

Y+ YELLow LiGHT 

R- RED Licht 





SOVoLT Local MAINS 


Fig. 7—Wiring for Automatic Block Signals, Park Avenue Tunnel, New York. 
The legends “Home Control’ and “Distant Control” should be transposed. 
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Hoods G and G may be used, if necessary, in very light loca- 
tions, but in this tunnel all signals are shaded, at least by 
a street bridge 60 ft. wide, and no hoods are used. 

Of the illustrations, Fig. 1 is given to show one of the dis- 
tant signals which, in consequence of the limited clearance in 
the tunnel, has to be placed with its top only about 30 in. 





frm 
[Ey 











<= 
SSSSSSEEESNNS 


SS 







N 


iy 1 
| [4 rel N 
S SSS 
SSSA SSSSSSSSSSSSS 


S 
SSSSSSSSSS 





N 
S 


























SSSSSSS SSG HH 


MA SESSSSSSSSSSSSSSSSS 

































Y SSE 
ET ISS SIVA XW WEG 











Fig. 6—Electric Light Signal for Park Avenue Tunnel. 

NotE.—By an error in lettering the drawing the letters G and Y 
for the distant signal, and G and R for the home, have been trans- 
posed. The shaded circles represent the lights that are burning, and 
those shaded circles which are lettered represent green lights, not red 
and yellow. 
above the level of the rail. The photograph was taken before 
the signals were put into service and before the lower opening 
in the distant signal had been fitted with its lens. For some 
days before the signals were put in service, this lower light, 
uncolored, was kept burning to enable the enginemen and 
trainmen to familiarize themselves with the locations of the 
signals. 

Fig. 2 shows the back sides of two signals, the home signal 





























OcToBER 9, 1908. 


box being closed and the distant signal open. To the left of 
the signals in the picture are: first, a box containing the track 
relays and transformers; next the junction box (open), and, 
lastly, resting on masonry foundations, the reactance bond of 
the track circuits. Fig. 3 shows a relay box set into the wall 
of the tunnel; at the right is the inside door and at the left 
the outside. Throughout the tunnel the space available for the 
fixtures is extremely limited and Fig. 4 shows another arrange- 
ment of the boxes, where room is scarce. Fixed to the left of 
the signal, on a level with the home signal, is the fuse box; 
below this is the relay box, to the left of which are transform- 
ers—two boxes on the ground and one on the wall above. 

Fig. 5 shows the appearance of the signals in one of the 
side tunnels, as seen from an approaching train. The upper 
signals, somewhat higher than the level of the eye of the 
engineman, give the home indication, and the lower signal 
the distant indications. In each signal the upper lens is green 
and the proceed indication is given by energizing the light 
behind this glass. The stop indication is given by energizing 
the light behind the red lenses, which are the lower ones in 
the upper signals. The caution (distant) indication is given 
by illuminating the yellow (lower) lens in the lower signal. 
The details of the lamp are shown in Fig. 6, and the wiring 
is shown in Fig. 7. 

The line through this tunnel consists of four main tracks. 
The two outer tracks are each in a single-track tunnel, while 
the two inner tracks are in a two-track tunnel. For a large 
part of the two miles, the roof of the tunnel is artificial and 
over the inner tracks there are openings 100 ft. long or longer, 
and about 15 ft. wide. The signals, however, are shaded, as 
before mentioned. 





A TEXAS VIEW OF RAILROAD REGULATION IN TEXAS. 





The Railroad Age Gazette, July 31, published an editorial 
entitled “The Fruits of Drastic Railroad Regulation in Texas.” 
If any reader thought that the criticisms of the Texas Rail- 
road Commission made in that editorial were too severe or 
that the view taken of the railroad situation in the Lone 
Star state was too pessimistic, he should read in full the fol- 
lowing editorial from a recent issue of the Beaumont (Tex.) 
Daily Journal, which describes the situation as a Texas news- 
paper sees it: 

“On August 10, after a period of many years during which 
the course of interstate railroad rates has been steadily 
downward, an increase.of about 10 per cent. (to Texas points) 
became effective. 

“So significant an event in the economic history of this 
state is entitled to careful consideration by organs which as- 
pire to aid public opinion to attain just conceptions of cur- 
rent events. We have given the matter careful study so far 
as Texas railroads are concerned, and the following presenta- 
tion of the facts is based on reports and records available to 
every student of such problems. 

“In the spring of 1905 Texas had at last emerged out of 
the depressions which had been so severely felt during the 
first half of the previous decade, during which a number of 
its railroads had been in the hands of receivers. The times 
were improving from year to year, and while the Texas rail- 
roads had accumulated during their days of trouble on ac- 
count of the operations of previous years an aggregate deficit 
of $19,481,000, yet their income for the last several years 
had steadily improved, and the owners of those properties 
began to draw long sighs of relief, believing that the future, 
which appeared so bright for all lines of business, contained 
the prospect of real prosperity for the railroads also, and real 
prosperity to the owners of a railroad in Texas, whether 
built before or after the passage of the stock and bond law, 
is realized if the railroad income suffices to pay interest on 
outstanding bonds and 5 per cent. on outstanding stock. The 
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aggregate railroad income for the fiscal year which ended 
June 30, 1905, represented 4 per cent. on the amount of stocks 
and bonds which were at that time (12 years after the pass- 
age of the stock and bond law) outstanding. 

“The average amount of stocks and bonds per mile of rail- 
road so constituting legal and valid obligations against the 
various railroads, outstanding at that time, was $34,822 per 
mile, which was much below the average for the United States, 
and a minor fraction of the average for the various countries 
of Europe. 

“At that time there were 11,744 miles of main track in the 
state, which the railroad companies in their sworn reports 
stated had cost $454,543,869 to build and equip. Two thousand 
six hundred and fifty-six miles of this total, or about 23 per 
cent. of same, had been built subsequent to June 30, 1893, 
and the stocks and bonds outstanding against the same bore 
the approval of the railroad commission. The amount of in- 
terest-bearing securities which had heen issued, under the 
supervision of the commission mostly against new mileage 
and which was then outstanding, was $32,733,000. Some of 
these obligations carried 4 per cent. interest, some 5 per cent., 
and many millions carried 6 per cent., which is the maximum 
rate allowed by law on railroad bonds. 

“The total amount of stocks and bonds outstanding at that 
time was $389,736,027, of which amount approximately $357,- 
090,000 had been issued against the 9,088 miles built during 
the half century preceding the year 1893. The railroad com- 
mission had always contended these issues were greater than 
the value of the properties; the railroads contended to the 
contrary, and as above stated, declared in 1905 that whereas 
the aggregate of all their securities outstanding was $389,- 
736,027, their properties had actually cost over $450,000,000. 
The railroad commission would admit, however, a value on 
the same properties of only $183,063,708. 

“As to which value was the nearer correct, it is pertinent 
here to refer to the fact that to-day the railroad commission 
only allows a value of $200,000,000 on the railroads of Texas, 
whereas the state tax board on oath values them in excess 
of $420,000,000, which largely exceeds the aggregate amount 
of their stocks and bonds. 

“At this time the railroad commission had been organized 
for about 14 years, they had from time to time effected sweep- 
ing reductions in rates, their orders had been contested 
through the courts, modifications and adjustments had been 
effected, and the state and the railroads had settled down to 
a long joint pull on the up-grade toward better relations and 
better times between all and for all. It was understood from 
the decision of the United States Supreme Court that the 
railroad commission was a constitutional body, and acting 
in the interest of shippers and travelers, had the right to so 
fix and maintain tariffs that the railroads in general should 
earn on an average merely a reasonable return on the value 
of their properties. 

“There were and of course still are outstanding two points: 
of difference between the railroad commission and the rail- 
roads which then caused and until settled, will continue to 
cause deep and endless trouble, namely, as to what rate per 
cent. constitutes a reasonable return, and as to the value of 
the railroads’ properties. 

“With these two questions in suspense, however, and after 
a number of lean years under reduced tariffs promulgated by 
the commission in the nineties, the increased volume of traffic 
in Texas gradually improving from year to year, particularly 
of cotton and lumber, on which Texas railroads obtained long 
hauls, began to produce increased revenues, the clouds began 
to lift and a period of prosperity seemed about to dawn in 
1905 for the Texas railroads. But in March of that year there 
came, like a bolt of lightning out of a clear sky, notice from 
the commission to all the railroads that it proposed to reduce 
the rate on the great staple, cotton, 5 cents per 100 Ibs. 
The hearing was held March 21. It meant the loss of mil- 
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lions of dollars in revenue to the railroads. Many still re- 
call the heated arguments between the railroad representa- 
tives and the commission. The commission was implored to 
let the rates atone for a while longer; the net revenue when 
results for that year appeared, was found to represent only 
4 per cent. on the railroads’ securities outstanding, and oniy 
8.45 per cent. on the railroad commission’s inadequate valua- 
tion. It was urged to the commission that no one could 
predict how long good times would last, and that the rates 
as they then applied to the volume of traffic moving, did not 
enable the railroad companies to lay by one penny in the 
way of surplus, to provide either for the betterments of the 
properties or against hard times. Their arguments were over- 
ruled and the rate was reduced. 

“At that time B. F. Yoakum had just gotten under way his 
immense plans to build lines of railroad entirely across the 
state in two directions. The revenues to accrue from the 
main commodity on his central Texas line were thus cut about 
10 per cent. of the gross and probably 35 per cent. of the 
net, before he had gotten his new construction well started. 

“But 190€ and 1907 proved to be extra good crop years. 
The amount of tonnage offering for transportation grew by 
leaps and bounds and of course gross revenues of the raii- 
Toads increased to correspond, and the increase of the rate 
per cent. of income was favorable, being, in 1906, 4.77 per 
cent. on the outstanding stocks and bonds, and in 1907, the 
best year in the history of Texas railroads, 6.3 per cent. on 
the outstanding stocks and bonds. 

“Of course, no such income was actually paid to the holders 
of stocks and bonds because from income must first be de- 
ducted all taxes payable to city, county and state governments, 
amounting in 1907, to $2,102,485, or to about 8 per cent. of 
the income; and of course, also out of income having no 
surplus, it was necessary for the railroads to spend large 
sums to improve their properties. So, after making such 
prudent disposition of this earned money as appeared advis- 
able and first paying interest on bonds, the railroads of Texas, 
in regard to the best year in their history, after paying out 
only $287.789 in dividends on capital stock, had in hand an 
earned surplus on account of the business of the year, $4,841,- 
284. They still were carrying from previous years, however, 
a deficit; and after the application’ of the entire earned sur- 
plus for 1907, still had a deficit of $5,147,964, with which they 
turned to face the panic year of 1907-8. 

“In 1906, soon after construction had been gotten well under 
way on the new Yoakum line between Houston and Beau- 
mont, whose principal tonnage is lumber, the commission cut 
the lumber rates. Again the railroads went over the same 
ground with the commission as in the cotton hearing, urging 
that while they were in fact still slowly increasing the rate 
per cent. of their incomes, they had no sufficient assurance 
for the future and absolutely no margin of income to provide 
against arainy day. From time to time reductions were made 
in other individual rates, and at last in 1906, all of the im- 
portant roads joined in suits te set aside all the commission's 
rates. In 1907, however, the last blow seemed about to fall. 
The commission proposed to reduce the revenues from the 
passenger service 3314 per cent. The panic was already on 
at that time, and for several months each month’s results 
to the railroads had been worse than that preceding. The 
cotton crop then moving was 1,600,000 bales, or 35 per cent. 
short of the previous year, and the grain crop even shorter. 
At this moment the justice of the commission asserted itself 
and the proposition to reduce the passenger rates was dis- 
missed. The railroads felt like one reprieved from capital 
execution. They at once voluntarily dismissed the rate suits 
they had previously filed. 

“Just prior to this, however, in the spring of 1907, the legis- 
lature had gotten action. In 1906, here at Beaumont, in the 


Democratic county convention it was moved that the old so- 
called Hogg ariendments be made a Democratic platform de- 
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mand. When challenged to state what those amendments were, 
the proponent could not recall, but nevertheless wanted them 
in the platform. They were, in fact, afterwards inserted in 
the state Democratic platform, and in 1907, the legislature 
of Texas in obedience to same, passed among other laws, a 
law providing that if at any time a corporation become in- 
solvent (that is, unable to pay any debt when it matures) it 
shall suffer death, that is, forfeiture of its charter, at the 
suit of the state. 

“In the fall of 1907 the railroad commission ordered the 
railroads of the state to finance the purchase of about $45,000,- 
000 of new equipment. As above stated, they were then in 
deficit. 

“Such were the several conditions before the minds of rail- 
road managers in Texas, when they turned to face the year 
1908. 

“The results for the first 11 months of the fiscal year end- 
ing June 30, 1908, on 23 of the most important lines are now 
available. What do they show? 

“The gross revenues, compared with the previous year, have 
fallen off $10,574,914. 

“Operating expenses instead of decreasing in proportion to 
the decrease in gross revenues, as is ordinarily the case, in- 
creased $740,160. 

“Income fell off with such a slump that instead of having 
an amount $6,451,338 in excess of fixed charges, as was the 
case last year, the fixed charges against income on May 31, 
1908, exceeded income $8,430,572. 

“This is the rainy day about which the railroads talked to 
the commission in 1905, and again in 1906, when the rates 
were reduced on cotton and lumber. 

“Let this statement be understood. The principal railroads 
of Texas in 1907-08 failed to earn enough money by more 
than $8,430,572 to pay their honest debts. 

“If we are able to comprehend the plain language of the 
act of the thirtieth legislature, this fact brings them under 
the shadow of death. 

“(There is not a railroad general manager in Texas who 
reads these lines, but will wince and possibly utter deep 
and profane words under his breath when he sees this state- 
ment in public’ print. He is walking the floor at night on 
this very account, and reporting the facts monthly to the 
railroad commission, but dreads for the world to know the 
real situation. We print it, first, because it is true; second, 
because the market for Texas railroad stocks and bonds has 
been dead for 15 years, and nothing now can do it any fur- 
ther harm; third; because the people of Texas are a fair 
people, but their sense of fairness can never be znade oper- 
ative until they learn the facts.) 

“Here, then, is the strangest situation in economics ever 
known in the history of the world. No other business on 
earth could be conducted on the same principles without com- 
ing to grief at once: 

“First, it is made a capital offense for the railroads to be- 
come unable to pay their debts, which includes interest on 
bonds; second, the power to fix the rates which produce their 
income is absolutely taken out of their hands as to the Texas 
rates and those rates are constantly reduced; third, the rail- 
road commission and the legislature have the power to order 
and have ordered them under heavy penalties to buy $45,000,- 
000 worth of engines and cars; to spend millions improving 
track; to pay heavier taxes by an extra million or two; to 
buy electric headlights; to reduce the time of train men, creat- 
ing new divisions and division staffs; all of which, with 
other orders, many of which were protested by the railroads, 
have greatly increased their obligations, and shoved them along 
toward the dead-line where the insolvent corporation law lies 
in wait for them. 

“But one or the other of two avenues of escape appears to 
open to the Texas railroads: To increase the interstate rates 
over which they still have the power of initiative; or to reduce 
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the wages of employees, which constitute 40 per cent. of the 
expense of operation. 

“They have decided to increase some of the interstate rates, 
on an approximate average of 10 per cent. It means a differ- 
ence of less than 10 cents on $40 suits of clothes shipped from 
St. Louis to Beaumont, to the shipper; but it may constitute 
the difference between life and death to the railroad com- 
panies of Texas. 

“But a vigorous effort is being made to stop up this avenue 
of escape. The railroad commission obtained the consent of 
the Governor of Texas, and the aid of the Attorney-Ge.eral, 
and the aid of one of our United States Senators, and pro- 
ceeded to Washington to protest the proposed increase. All 
the powerful machinery of our state Sovernment was there- 
fore brought to bear. According to the newspaper reports, 
the Chairman of the Commission filed with the Interstate 
Commerce Commission at Washington a statement contrast- 
ing the earnings and expenses of 1891, a period of depression, 
witn the figures for the year ending June 39, 1907, which 
as above stated, was the best in the history of Texas rail- 
roads, when they earned almost 6 per cent. on the amount of 
their stocks and bonds. But it appears he was utterly silent 
as to the figures and circumstances for the year ending June 
20, 1908, above referred to, which created the conditions which 
are forcing the raise of interstate rates. 

“Suppose the interstate rates are not increased, will the 
Texas commission increase the purely intrastate rates? Every 
ene knows it will not. Will the employees agree to accept 
less wages? Every one knows they will not. 
reduce wages would probably bring on a general strike. Will 
the commission cancel the orders to buy more equipment or 
improve the tracks? They have declared they will not. Will 
the state remove some of the new burdens of taxation? Every- 
one knows it will not. Will our public functionaries persuade 
the lawful holders of our outstanding bonds to waive the pay- 
ment of current interest? They cannot. Will they request 
the legislature to repeal the insolvent corporation law? Every- 
one knows they will not. 

“Then, what can possibly be expected in regard to the fale 
of the Texas railroads? The situation is so acute and dan- 
gerous as to be almost laughable. At the beginning of the 
present period of depression the writer saw one of the oldest 
snd most honored of the railroad officers in Texas sitting 
before the railroad commission of Texas, giving testimony, 
with tears in his eyes. The fears he expressed at that time 
did not cover the actual conditions obtaining now. 

“We see statements in other periodicals condemning the 
proposition to increase the interstate rates, saying that every- 
body has suffered during the late depression, and that the 
railroads should stand their part of the general losses; also, 
predicting a recovery of business and the movement of a 
heavy traffic this fall. The reply is that a deficit may mean 
death to a railroad which has been compelled to do business 
year after year on rates so thin it has no surplus to keep 
it out of the red; not so with the shipper. He has no limita- 
tion on his prices except competition, and if a prudent man 
has charged such prices in good times that he has laid away 
a fund to carry him through hard times; and if necessary, 
can increase his prices when good times come again to make 
up for previous losses without let or hindrance. 

“Moreover, if railroad rates are not compensatory, do not 
contain a sufficient margin of profit, what comfort can there 
be in the prospect of a big business? It is believed by good 
traffic men that some commodities in Texas are under exist- 
ing rates, transported at an actual loss. On such traffic, the 
more business done, the greater is the loss. Since the passage 
of the law referred to by the last legislature in our judgment 
Texas railroad companies will not only be justified, but 
absolutely compelled to bring all of their rates up to a point 
where a margin of safety will at all times exist to remove the 
dread of deficits, and we believe the courts will sustain them.” 
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PROGRESS ON THE ST. PAUL’S PACIFIC EXTENSION. 

Construction work on the western end of the St. Paul’s 
Pacific extensien—that is, from Butte, Mont., to Seattle, Wash. 
—is nearly finished on some divisions, but the big tunnels and 
certain heavy fills will yet take some time. Rails are "ow 
laid in five different sections, but are not continuous for more 
than 120 miles. On the Seattle-Tacoma line, track has been 
finished from Black River Junction south 17 miles to Sumner, 
Wash., paralleling the Seattle-Tacoma Interurban through 
Kent and Auburn, and crossing the Puyallup river just above 
the Interurban bridge. 

Starting from Seattle, the main line is completed to a point 
five miles east of Maple river, 75 miles. The heaviest work 
of the entire extension is through the Cascade mountains 
from the Black river to Easton, which includes the big tunnel 
under Snoqualmie Pass. Work on this tunnel is very slow, 
but progress is satisfactory, and every effort will be made 
to get it finished on time. Between the Black river and the 
tunnel is one of the least advanced sections. This division 
has many heavy 60 to 70 ft. cuts and fills, on which work is 
only fairly started. The cost of this section will easily average 
$75,000 a mile. 

From a point three miles east of the Cascade summit at 
Snoqualmie Pass to a point 13 miles east of Ellensburg, in 
Kittitas county, Wash., is a 67-mile stretch of completed line. 
Then follows a gap of about 20 miles of uncompleted line ex- 
tending to Beverly, on the Columbia river. Beyond Beverly, 
east to Rock lake, Whitman county, Wash., 119 miles of road 
is finished. On this section, between Snoqualmie Pass and 
Rock lake, except for the part between Beveriy and HEllens- 
burg, the bridges are in place, tracks and side tracks are laid, 
and some surfacing has been done. The 15-span bridge over 
the Columbia river is being built. The piers and approaches 
are in place, the steel for the superstructure is on the ground, 
and erection will begin by October 15. It is expected that 
the bridge will be ready for traffic by March, 1909. 

Between Rock lake and Plummer, about 50 miles, is the 
second long stretch of uncompleted line. Grading in this dis- 
trict is now in progress and is being pushed with all possible 
speed. The line from Plummer, just across the line in Idaho, 
to within 15 miles of St. Paul Pass tunnel in the Bitter Root 
mountains, has 75 miles of track laid. On this division, com- 
monly called the St. Joe division, the grading is all done and 
the bridges are completed. A majority of the side tracks 
are laid, while work on the stations, freight warehouses and 
switch yards is being pushed rapidly. Nearly all of the bal- 
lasting will be finished this fall. A number of small streams 
are spanned by temporary wooden bridges. Permanent steel 
bridges are being erected as fast as the steel can be brought 
from the East. At present, the St. Paul crosses a branch of 
the Spokane river at Tekoa on the 900-ft. bridge of the Oregon 
Railroad & Navigation Co. On this division about 90 per 
cent. of the work is done. 

The last of the completed sections extends from St. Paul 
Pass tunnel to Butte. However, about 100 miles of this grade 
in Hell Gate canyon, between Butte and Missoula, was washed 
out last June and has not been rebuilt. From Missoula to 
St. Paul Pass tunnel, 85 miles, grading is finished and the 
track laid. On the eastern end of the line, passenger service 
through to Butte has just been begun. Freight service to 
Butte has been in operation for some time. 

Terminal work at Seattle is barely started, a great deal of 
filling being necessary before work on building foundations 
or switch yards can be begun. This will have to be pushed 
vigorously to be ready for the opening of the line. At 
Tacoma, work on extensive terminals on the tide flats in 
Commencement bay is under way. The piling for the docks 
is about all in place and work on the bulkheads has begun. 
Two siphon dredges are working on the channel, which is to 
be deep enough to accommodate the largest ocean vessels. 
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Several branch lines have been located, this being about all 
that has been done in this direction. One branch that will be 
very essential is located from St. Maries, Idaho, southward up 
the St. Mary’s river into the rich Palouse wheat country of 
southeastern Washington and northwestern Idaho. It is not 
expected that the construction of this branch will be com- 
menced before next spring. Extensive surveys have been made 
in the Clallam county peninsula, and a line is projected 
around Olympia to Port Angeles, on the strait of Juan de 
Fuca. Nothing has been done on this branch, and it is doubt- 
ful if it will be built for several years. 

Electricity will probably be used in the near future on the 
800-mile stretch through the mountains, where water power is 
abundant and tunnels frequent. The consulting engineer hav- 
ing charge of the extensive electrification projected on the 
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CONSTRUCTION OF THE ST. PAUL PASS TUNNEL; 
CHICAGO, MILWAUKEE @& ST. PAUL. 





The Pacific extension of the Chicago, Milwaukee & St. Paul 
crosses the main range of the Bitter Root mountains by a new 
and hitherto almost unknown pass, now named St. Paul pass. 
The tunnel now being built under the summit of this pass is 
8,750 ft. long, one end of it being in Montana and the other in 
Idaho. The summit grade of the line, which is 3,518 ft. 
from the east portal, has an elevation of 4,169 ft. and is 1020.7 
ft. below the surface. The tunnel grade is 0.2 per cent. each 
way from the summit. Electric power is being used exclusively 
in the excavation of this tunnel, due to physical and climatic 
conditions. 

The map of the location of the line across the Bitter Roots 











Grade Through St. Maries, Idaho; Pacific Extension of the St. Paul. 


St. Joe river is now in Chicago arranging for the commence- 
ment of actual work on this project. 

The Chicago, Milwaukee & St. Paul has leased a floor of the 
White building on Fourth avenue and Union street, Seattle, 
and will move its offices there soon. 





The Parisian subways had an average length of 27 miles in 
1907, which was 21%4 miles more than the year before. They 
carried 194,800,000 passengers, which is 18 per cent. more 
than in 1906, and the gross earnings increased 1414 per cent., 
and were $64,232 per mile of road. The working expenses 
were 434% per cent. of the earnings and have varied little from 
that proportion since 1903. The number of employees was 
3,630 at the end of 1907; the number of cars in service was 
780. Of the tickets sold during the year, 17%4 per cent. were 
first class, 56 per cent. second class and 26 per cent. were 
return tickets. 


shows the C. M. & St. P. and the Northern Pacific to be quite 
close together until the former swings west for the mountain 
crossing. Opposite Taft the St. Paul line is located on the 
mountain slope high above the Northern Pacific. In the Bit- 
ter Roots the winters are severe and long and the snow deep. 
The east portal of the tunnel is 214 miles from Taft and it 
would have been extremely difficult and costly to haul fuel and 
heavy equipment from Taft to the tunnel. It was therefore 
decided to locate the power station at Taft and transmit the 
power electrically to the tunnel. 

The power plant equipment consists of six 150-h.p. ‘Atlas 
return flue boilers; two Blake boiler feed pumps; an Under- 
writers’ fire pump, having a capacity of 500 gals. per minute; 
a Blake air pump and jet condenser; three Corliss engines, and 
three General Electric three-phase 60-cycle generators, with 
exciters. The capacity of the plant is 750-k.w. and the voltage 
is raised to 6,600 through three 250-k.w. step-up transformers. 
The current is carried a total distance of 4144 miles to the sub- 
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stations at each end of the tunnel. The transmission line con- 
sists of three No. 4 copper wires strung on trees sawed off 
35 ft. above the ground, each cross-arm being covered with a 
12-in. board to protect it from snow and short-circuiting. 

At each sub-station the voltage is reduced to 440 through 
three 100-k.w. transformers. Each sub-station contains two 
Ingersoll-Rand duplex, compound air compressors with a capac. 
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in the east end and Wood in the west end. The shovels are the 
Marion, Model 20, type, worked by compressed air. They have 
a special short boom to enable them to work in the limited 
space, and have 114-yd. dippers. All drill steel is sharpened 
on a Numa drill-sharpening machine, the result being a great 
improvement over hand sharpening both in quantity and qual- 
ity of work. The tunnel is ventilated by an Exeter fan at 
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Location of St. Paul Pass Tunnel; Chicago, Milwaukee & St. Paul. 


ity each of 1,205 cu. ft. of free air per minute at 135 revolu- 
tions. They are driven by 200 h.p. General Electric motors. 
Each of these compressor outfits furnishes air for eight drills 
in the heading and five on the bench, for an air shovel, a drill- 
sharpening machine, an air hammer and the blacksmith 
forges. The air drills are 344 in., Ingersoll-Rand being used 








Timber Lining of St. Paul Pass Tunnel. 


each end, drawing through a 24-in. galvanized iron pipe, each 
fan being driven by a 30-h.p. motor. 

The general method of excavation is to drive a full face 
heading, follow within 60 ft. with the timber lining and then 
remove the bench. Owing to the changeable character of the 
material encountered, which is a laminated quartzite, having 
in many places a layer of talc between the strata, it is often 
necessary to change this method and take the heading out in 
a very small opening, then enlarge the section and follow up 
immediately with the timbering. 

When driving a full section, six drills, working on four col- 
umns, are used in the face. The heading; material is shoveled 
into 1 yd. cars and pushed by men, over a track supported by 
beams spanning the tunnel and resting on the wall plates, toa 
point behind the shovel working on the bench, where it is 
dumped through a chute into a car below. All the excavated 
material is hauled out of the tunnel by two 30-h.p. electric 
locomotives at each end. 

In the east end a track incline is used to transfer cars of 
heading timber direct into the heading, which greatly facili- 
tates the work and is quicker and cheaper than the old method 
of raising the timber with block and tackle. 

The timber lining is made up of 12 in. x 12 in. longitudinal 
sills and wall plates, with 16-ft. posts and a five-segment arch 
rib, spaced according to the character of the material to be 
supported, usually 4 ft. center to center; but in many places 
the material necessitated putting the timbers closer together. 
Two-inch lagging is used on the sides and 4 in. on the arch. 
A special timber crew does the erection in the heading, but the 
regular mucking crew does it on the bench. 

Two shifts of 11 hours each are worked, and shifts change 
from day to night work bi-weekly. Unusually rapid progress 
has been made with the work during the past four months, 
the amount of completed tunnel driven being 
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The theoretical excavated cross-section contains 18.5 cu. yds. 
per lineal foot of tunnel. 
The power plant and sub-stations are equipped with lathes, 
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shapers, drill presses, emery wheels, pipe. cutting and thread- 
ing devices and the usual blacksmithing tools, and the framing 
shed with a motor-driven swing saw for cutting lagging and 
wedges. 

The tunnel, shops and camp are lighted throughout by elec- 
tricity, and each camp has shower baths for the workmen. The 
power plant and each sub-station is provided with a splendid 
gravity water supply and fire protection system, which has 
demonstrated its efficiency on several occasions. 

All important points on the work at each end of the tunnel 
and at Taft are connected by both private and long distance 
telephones. The company also has a hospital service well con- 
ducted, and the Y. M. C. A. has a reading and recreation room 
at the east end camp under the direction of a regularly 
appointed secretary. 

The work is in charge of W. E. Dauchy, Division Engineer. 
K. C. Weedin is Tunnel Engineer and Winston Brothers Co. 
the contractor. We are indebted to E. J. Pearson, Chief 
Engineer, for the data for the foregoing. 





RECENT TYPES OF EXPRESS LOCOMOTIVES.* 





The four-coupled locomotive is still deemed suitable for ex- 
press service on many railroad systems, either because the 
conditions of traffic allow the weight of the train to be kept 
under a certain average, or because the stops are far apart 
and the grades light. Nevertheless, it seems that its hours 
are numbered, not only in countries where the load per axle 
is limited to 15 or 16 tons, but even on lines where an ad- 
hesive weight as high as 40 tons on two axles is permitted. 

The four-coupled locomotive in its most recent form, the 
Atlantic type, is perfectly adapted for the fastest train serv- 
ices, and when fitted with a wide firebox its grate area per 
unit of adhesive weight may attain a very high proportion, 
which is, as is well known, a characteristic of engines suited 
for fast trains. 

The Atlantic type is compact, can be very well propor- 
tioned, is adapted for the use of a wide firebox, and consti- 
- tutes probably the last word in four-coupled engine design. 
Its only disadvantage is the limitation of the adhesive weight 
to some 30 to 40 tons, according to the limits laid down by 
the permanent way staff, save in America, where a weight 
of as much as 50 tons is permissible. It is a recognized fact 
that the locomotives do not use all or even the greatest part 
of their adhesive weight, except on starting, on severe gradi- 
ents, or in passing through tunnels, so that where the stops 
are fairly far apart and the road easy four-coupled engines 
may be sufficient with trains which at first sight would ap- 
pear to be beyond their power. But this type is confined to 
a well-defined kind of service, and hence might be considered 
on certain systems as too highly specialized. The Atlantic 
engine, having a large proportion of its weight concentrated 
on the center—where are the coupied axles—has some tend- 
ency, when running at high speeds, to a pitching motion; 
much more so, indeed, than engines having a coupled or 
heavily loaded trailing axle. 

Six-coupled engines mounted on large driving wheels be- 
have as well at the high speeds actually attained as four- 
coupled engines, while they are able to start heavier trains 
and to accelerate them more quickly. They have, in fact, a 
reserve of tractive power which proves very valuable upon 
occasion. At the same time, being less specialized, they are 
available for a greater variety of service, and may be em- 
ployed for heavy slow trains with frequent stops, or even, in 
case of necessity, for goods trains. 

Adhesion is only one factor in the power of locomotives, 
and is, indeed, as we have said, only fully utilized for a 
comparatively short time. But while it determines the maxi- 
mum tractive effort actually obtainable, the grate area is the 
principal factor in deciding the tractive effort which any 
given engine can exert at the highest speed it may be called 





*From a paper in The Engineer, London, by Maurice Demoulin. 
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upon to attain, or, inversely, the maximum realizable speed 
for a given tractive effort. To put it in another way, the 
maximum static effort is settled by the adhesion, while the 
work which any locomotive can develop is decided by the 
area of the grate. Thus the latter may be, in some sort and 
within certain limits, independent of the weight available 
for adhesion; the work, proportional to the product of the 
two factors, speed and tractive effort, can be constant for im- 
portant relative variations of each of these two factors. 

Take the case of two engines having the same boilers and 
the same grate area, one of the Atlantic and the other of 
the 4-6-0 type. They will both be able to maintain the same 
tractive effort at the same speed—say, 50 miles per hour— 
but the second will possess as its sole advantage the power 
of making a quicker start or of developing its maximum 
power with a heavier train at lower speeds. If, on the other 
hand, the increase of adhesion ought to correspond with the 
traction, at the same given maximum speed, of heavier trains, 
it ought of necessity to be accompanied by a proportional in- 
crease of the grate area. But the provision of a large and 
deep firehox is much more difficult on an engine with six- 
coupled wheels of large diameter than on a four-coupled 
Atlantic engine. 

As a matter of fact, if the narrow firebox is retained in 
the latter type, as the trailing wheels are of a comparatively 
small diameter, it is possible to give the firebox a sufficient 
depth without raising the boiler too much, or giving the 
grate an excessive inclination. Typical examples of this ar- 
rangement may be seen in the Atlantic engines of the P. C., 
Nord, and P. L. M. in France, and the North-Eastern, Great 
Central and Lancashire & Yorkshire in England. 

If, on the other hand, the wide firebox is adopted, it is 
not necessary to give to the boiler the excessive length which 
it attains in the Pacific type, and it is possible to obtain the 
same grate area with much less total weight, but the adhesive 
weight is, of course, smaller too. Most of the great American 
railroads, the Great Northern & Brighton in England, and 
the Prussian State Railways, have Atiantic engines with 
wide fireboxes in service, but though such engines are com- 
pact and powerful, their adhesive weight on account of the 
continual increase in the weight of trains, is growing more 
and more insufficient on some systems, or at least on difficult 
and hilly sections of such systems. The type appears to be 
principally suitable for lines on which axle weights of 20 
tons and over are allowed. In the United States some 
Atlantic engines take 50 tons on the four-coupled wheels, 
while in Germany and Italy such a weight cannot be carried 
en less than three axles; but as the weight of trains in Amer- 
ica is greater than in Europe, the situation is about the same, 
and the Atlantic type is there also becoming insufficient. 


The combination of the wide firebox and six-coupled wheels 
of more than, say, 5 ft. 6 in. diameter, has led to the intro- 
duction of the Prairie and Pacific types. The obvious dil- 
ference hetween the two designs, namely, the use of a lead- 
ing pony-truck in the former, and of a leading bogie in the 
latter, appears at first sight to be of small importance, but 
it carries with it a factor of more account, for while the 
cylinders of the Prairie type are placed between the lead- 
ing and the coupled wheels, in the Pacific type they are 
brought more to the front between the wheels of the hogie. 
The result is a notable lengthening in the Pacific engine, 
not only of the frame, but of the boiler. As far, however, 
as the latter is concerned, the whole length available for 
the tubes is rot used, either to avoid a surplus of weight or to 
ebviate the troubles that might result from the use of very 
long tubes. In fact, the Prairie type is really a mogul en- 
gine, but it has a wide firebox over a fifth axle, trailing and 
non-coupled. The Pacific, on the other hand, results from a 
similar transformation of the 4-6-0 engine, or better still, of 
the Atlantic type, with a wide firebox, lengthened in the 
center by the amount necessary to permit the introduction 
of a third pair of coupled wheels between the cylinders and 
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the firebox. These two types can thus be considered as re- 
sulting from the adaptation of the wide firebox to engines 
having six-coupled wheels of more than 5-ft. diameter. The 
development of the Pacific and Prairie types, which are 
necessarily long engines, is made easier by the fact that the 
driving wheels of express engines are now made of a rather 
smaller diameter than of old. There is, indeed, a general 
tendency to think that wheels of 6 ft. 3 in. to 6 ft. 7 in. are 
quite sufficient for the highest speeds, and hence these engines 
have boilers appreciably shorter than if it were deemed neces- 
sary to provide them with 7-ft. wheels. 


The Prairie type offers similar advantages to those of the 
Pacific, namely, the combination of the wide firebox having 
a large grate area with six-coupled wheels of large diameter, 
bui it does not permit of such a great increase of power. It 
has one axle less, and its weight is kept proportionately 
smaller. For equal adhesive weight the Prairie type carries 
of necessity a less heavy and less powerful boiler. Further- 
more, some cngineers consider it less steady, the leading pony, 
or Bissel truck lacking from this point of view some of the 
advantages of a bogie. 

Putting aside the question of steadiness—to which we shall 
return later—the choice between the two types of engines is 
decided by the relation which it is desired to establish be- 
tween the adhesive weight P and the grate area S, while 


bearing in mind the preceding considerations. The ratio —- 


is. of course, for any given type of engine greater, as it 
should normally be able to draw, at a higher speed, a load 
proportional to its adhesion; therefore the Pacific type can 
be more specially adapted for high speeds than the Prairie 
engine as long as the load is a maximum. The latter (2-6-2) 
will give to some extent the advantages of the former, while 
it keeps within the limits of weight and complication of the 
Atlantic type, but the former (4-6-2), having a larger boiler, 
will be more powerful. It is thus, indeed, that the problem 
has been generally understood. The Pacific type has been 
recently introduced on several European lines where the speed 
and weight of trains are considerable and the stops far apart 
—Great Western and Paris-Orleans, for instance—while the 
Frairie type has been usually adopted on lines with a lighter 
permanent way and a less heavy traffic. The Prairie engine, 
for example, designed by the State Railways of Italy for 
express service, is certainly remarkable, and particularly well 
suited to the traffic it has to deal with. This engine—Fig. 1— 
has a grate area of 37 sq. ft., its wheel base is less than 28 ft., 
and its total weight in running order only 70.7 tons. The 
steadiness of this engine compares very favorably with that 
of any 4-4-2 locomotive—a type to which, indeed, it is closely 
related, being in reality an Atlantic locomotive in which the 
second axle of the bogie is coupled; it is fitted with the 
Zara-Bissel bogie, and the truck axle, in conjunction with 
the first coupled axle, forms a bogie with lateral play so 
controlled and arranged that while the front axle moves 
radially the second axle moves parallel to itself by an amount 
compatible with the coupling. In a word, these engines have 
a leading bogie with a long wheel base, but of which one of 
the pairs of wheels is coupled. The flexibility and steadi- 
ness are very satisfactory, and the wear of the crank pins 
of the front coupled wheels is in practice very small. This 
interesting arrangement is a rea] improvement of the Prairie 
type, particularly for difficult lines where the curves are 
sharp and frequent. 

The 2-6-2 and 4-6-0 types have the same number of axles 
and the same adhesive weight for a given load per axle, but 
in all other respects they are radically different. In the 4-6-0 
engine mounted upon large wheels the firebox has obviously 
to be of the narrow type, and the grate area is limited to some 
34 sq. ft. If the fuel used is of sufficiently good quality— 
as, for example, on lines burning the best Welsh coal—to 
make useful an adhesive weight of 50 to 55 tons, with a 
grate not exceeding the dimensions given, this type, of which 
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there exist in England some notable recent examples, appears 
to be preferable to the ordinary Prairie type for express 
trains, more especially because it has a leading bogie. On 
the other hand, for suburban service, the Prairie type pos- 
sesses numerous advantages in its general arrangements, and 
is better adapted to receive coal bunkers and water tanks. 

If, on the contrary, the inferior grade of the coal or any 
other reason renders necessary a grate area exceeding 34 to 
35 sq. ft., the wheels being of large diameter, the Prairie 
type has to be adopted, unless, of course, the number of wheels 
can be increased, and then we have the Pacific type. 

It is well known that the steam production of a boiler and 
the power of a locomotive do not increase proportionally with 
the increase of grate area. The typical high combustier ap- 
paratus is the old deep firebox, for many years common, in 
England particularly, fitted with a brick arch deflecting plate, 
ete., in which frequently as much as 130 ibs. and even i40 Ibs. 
of coal per square foot of grate per hour was burned. Under 
the same cenditions a wide firebox having 47 sq. ft. of grate 
area would burn 6,000 lbs. of coal per hour, which is much 
more than one stoker can possibly handle, particularly on a 
long journey. 

We must, then, consider the wide firebox from two points 
of view: First, when the coal is of a good standard quality, 
thus allowing the consumption per square foot to be reduced, 
and facilitating stoking, while at the same time ensuring an 
increase of power; and, secondly, when the fuel is of a kind 
unsuitable for the high rates of combustion. 

Independently of the difficulty of supplying fuel for a very 
high rate of combustion to a furnace of 40 to 50 sq. ft., other 
considerations limit this combustion. The wide firebox, being 
designed to extend over a pair of wheels, cannot be very deep, 
while the depth of the firebox appears to be one of the most 
necessary factors for complete intense combustion. It is dif- 
ficult, while running, to regulate the thickness of the fire and 
its combustion over the whole area of a very large grate. The 
position of the ashpan is not always such as to permit an 
easy and regular flow of air to all parts of the grate. The 
front corners of the furnace on each side of the tube plate 
are apt to become dead areas, the draught being less efficient 
there than in the center. Large grate areas are also un- 
economical where long stops have to be made, as in goods 
engines, because of the high consumption of fuel during such 
stops, which, obviously proportional to the area of the grate, 
it is impossibJe to reduce below a certain minimum. Under 
these conditions it is not surprising that many engineers are 
reluctant to pass from the 34 sq. ft. grate—the approximate 
limit of the narrow box—to the 45 or 50 sq. ft. of the wide 
firebox, particularly when they have at their disposition a 
good class fuel. 

Tf, on the other hand, one looks at the question from the 
standpoint of evaporation, the advantage seems all in favor 
of the wide firebox, both on account of the increase of direct 
heating surface and of tube surface, the latter being due to 
the great length of the tubes in engines of the Pacific and 
Prairie type. It seems also probable that the use of the wide 
firebox will lead to a reduction in the cost of maintenance 
and repairs. The reduced length of the box for a given grate 
area, the better form and disposition of the lateral water 
spaces, the possibility of widening them, with the consequent 
lengthening of the stays, and the better circulation of the 
water, are all elements likely to reduce the chances of leakage 
and the wear of the different parts of the firebox. It is, how- 
ever, possible that a longer experience will prove that the 
wide firebox has its own particular weaknesses. 

The author has no partiality in favor of big engines in 
themselves. On the contrary, he believes that the most ad- 
vantageous policy is probably to make the best of moderate 
size engines, using good coal, and to push them, as long as 
the efficiency of the boiler is not reduced below a good aver- 
age, and the wear and tear is not abnormal. He is well 
aware of what some English companies can do with locomo- 
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tives having not more than 28 sq. ft. grates, and believes that 
the use of very good fuel and an intense draught is one of 
the best ways of increasing the power of locomotives. But 
the system has its limits, and first grade coal is not avail- 
able at a reasonable price in most countries. 

The increase of grate area, so general in locomotives of all 
countries, constitutes a real and undeniable advance, on the 
understanding that it should not exceed the conditions, nor 
be accompanied by a large and intentional reduction of the 
combustion per unit of surface, a reduction contrary to the 
principle according to which the efficiency of the locomotive 
falls as the weight per unit of power increases. 

Under these conditions and with these reservations, the 
Prairie and Pacific types are very probably the engines of 
the future in Europe, the first more particularly reserved for 
lines with a moderately heavy traffic—unless heavier axle 
leads are permitted, as in the United States; the second on 
the great lines where the speed and loads are considerable. 
They both represent a rational type combining large grate 
areas, with the use of six-coupled wheels of large diameter; 
they are well balanced and very steady. Their development 
in Iurope is probably only a matter of time, but is closely 
connected with the improvement and strengthening of the 
permanent way in some countries. 

As far as the number and position of the cylinders is con- 
cerned, it is difficult to say with any certainty what arrange- 
ment will prevail, and it is possible that no single type will 
become general. The Americans build more powerful locomo- 
tives than any made in Europe, and adhere to the use of 
two cylinders as large as 22 in. by 28 in.; they do not seem 
to fear the effect of such enormous stresses on two crank 
pins only. Many European engineers, on the contrary, pre- 
fer dividing the load on four cranks at 180 deg. to each other, 
which besides permits of balancing the reciprocating weights. 
This appears to be a rational arrangement for powerful en- 
gines, and there are good reasons for believing that it has 
come to stay, at least in well-defined cases. 

In the case of four-cylinder engines, either simple or com- 
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A NOVEL RAILROAD EATING STATION. 





Due to a change in schedule of some of its trains, the eating 
station of the Chicago & North-Western at Douglas, Wyo., 
was no longer convenient for use. Trains now reach Orin 
Junction at meal time, but the company did not feel justified 
in building a restaurant there because of uncertainty as to 
how long it might remain an eating station. Instead, it was 





Interior of Lunch Car. 


decided to provide a portable restaurant that could be moved 
from one point to another as occasion might require. 

This portable eating station, views of which are shown 
herewith, is made up of four cars. The passenger car is fitted 
up as a dining rcom with tables down the center of the car. 
The car next to it is the kitchen. Beyond this is the lunch 
room, and the last car is the crew’s quarters. 

The kitchen car has big refrigerators. The lunch car has 
counter and stools, coffee urns, etc. The engine crew eat 
































Portable Eating Station for Wyoming Lines; Chicago & North-Western. 


pound, I am inclined to prefer having the four cranks mounted 
on the same driving axle, at 180 deg., of course. The wear of 
the driving axle-boxes with powerful engines is a constant 
source of trouble, and it seems rational to reduce the fore 
and aft pressure on box brasses by balancing the stresses. 


apart at the small table in the far corner. One-half of the 
quarters car is for the manager and his wife, and the other 
half has bunks for the waiters and cooks. There is also a 
cosy corner, with a table, for reading or playing games. The 
outfit is in charge of the dining car department. 


























+ 

















CcToBER 9, 1908. 


TRAIN DESPATCHING BY TELEPHONE.* 





BY G. W. DAILEY. 

For a good many years the telephone has filled a minor, 
but, nevertheless, important place in the communication system 
of our road, as well as other roads. Its principal uses in the 
past have been in connecting up outlying switches with tele- 
graph offices, small stations with telegraph stations, connecting 
round-houses, coal sheds, etc., and in the larger yards connect- 
ing various switch shanties, scales, ice houses, round-houses, 
etc., with the yardmaster’s office. Notably as an illustration 
of such use, we have had for the last three or four years a 
very exiensive yard system in the Chicago terminal district; 
the train master of freight terminals being able at all times to 
communicate at will with all round-houses, freight houses, etc., 
as well as with all his yardmasters; they, in turn, being 
able to communicate readily with all parts of their particular 
yards, etc. 

This yard system has proved of untold value in handling the 
terminal business and could not now be dispensed with, or 
replaced with anything that would answer the purpose as well. 
The same system on a smaller scale has been in use in Clin- 
ton, Boone and other yards, for several years. Many im- 
portant instructions are issued and hundreds of car numbers, 
initials, etc., handled over these yard telephone lines every 
day. The errors and misunderstandings have been so few 
and the operation of these yard lines so successful that it had 
quite a bearing upon the determination to extend the use of 
the telephone in our service. It also served to demonstrate the 
superiority of the telephone over the telegraph for such uses, 
due to its greater speed and flexibility, as well as to the fact 
that any yardmaster, yard clerk or ordinary employee can use 
it to equal advantage and does not have to look for a teleg- 
rapher to do his talking for him. 

The next step was taken last year when we equipped the 
following districts with telephones for blocking trains: Mad- 
ison Division—Harvard to Elroy, and Milwaukee to Montfort; 
Wisconsin Division—Milwaukee to Fond du Lac; and Iowa 
Division—Boone to Missouri Valley. The telegraph block in- 
struments were taken out, telephones installed on the block 
wires and all blocking done telephonically since then. It has 
proved entirely satisfactory in every particular, and it will 
be noted that these districts embrace both single and double 
track with heavy traffic. 

The next step was taken this year when we equipped the 
Madison Division—Janesville to Baraboo (in operation May 
31) and the Wisconsin Division—Chicago to Janesville (in 
operation July 1), with train dispatcher’s telephone lines, and 
are now completing line, Baraboo to Winona. 

The standard of installation and use is alike on the two 
divisions, and one illustration or example will cover all. 
The very best wire, instruments and other material have been 
used, and the best workmen obtainable to install them. The 
line is metallic circuit, that is, two copper wires, No. 9 B. & S. 
gage, weighing 210 lbs. per mile, transposed every one-fourth 
mile to eliminate induction and outside electrical interference. 
The circuit is self-contained, that is, the signaling and talking 
is all done on the same pair of wires, and one does not inter- 
fere with the other. The calling is done as follows: In the 
despatcher’s office is located a box about 12 in. high, 18 in. 
long and three in. deep, with a row of push buttons across 
its face. Inside the box is a clock and three small relays 
or magnets, all connected. Each pusk button corresponds 
to a certain station. Each station is equipped with a box 
containing a clock, two relays, two coils, four cells of dry 
battery and a 4-in. vibrating bell, which can be heard a con- 
siderable distance, even ovt on platform. The despatcher de- 
siring, say four stations, presses the push buttons in his box 





*Mr. Dailey is Superintendent of Telegraph of the Chicago & North- 
Western. He has had telephones in use for despatching over three 
ee and he tells of his experience more in detail than have other 
writers. 
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corresponding to the stations, then presses a battery button 
in the lower middle face of box, and the bells in these particu- 
lar stations ring until shut off by the operator. They make 
such a racket that he is usually prompt in shutting them off 
and answering.” By this method as many as 28 stations can 
be called in 30 seconds. This calling being practically instan- 
taneous, it can plainly be seen that a great saving in time is 
effected cver the old plan of calling by the telegraph key, when 
it was a common occurrence to waste from 15 minutes to an 
hour, calling one office. If an agent or operator is in freight 
room or out on platform unloading freight, he can hear his 
bell, and we have had cases where others have heard the bell 
and called the agent when he was out of hearing. The result 
is that there is practically no time wasted calling offices, which 
conserves the time of the despatcher and enables him to utilize 
such time in other more profitable ways. So much for the 
calling arrangement. 

For talking purposes the train despatcher has a breast 
transmitter and a cap receiver, which leaves both hands free. 
Each station is equipped with a swinging arm transmitter, 
which can be moved into any desired position, and a cap 
receiver, thus allowing both hands to be perfectly free while 
using telephone. 

The train despatchers’ circuit is for the exclusive use of the 
despatcher in handling trains, and no other business is trans- 
acted over it, except as he may direct. The despatcher is cut 
in on circuit at all times, but stations are not. It is not neces- 
sary for way stations to ring despatcher; all they need to do 
is to take down receiver and pronounce the name of their 
station. If line is busy when they take receiver off, they 
simply wait until it is clear. Stations desiring to communicate 
with each other must request despatcher to call the other 
offices for them, as they cannot do so themselves. This is so 
arranged in order to give the despatcher entire control of the 
use of the line. A secondary circuit has been established for 
emergency use, by transposing two iron telegraph wires. They, 
as well as the copper pair, are cut into switchboards at every 
third or fourth office and equipped with hand-throw switches. 
If any trouble comes in on the copper pair, for instance, be- 
tween Barrington and Crystal Lake, the despatcher locating 
same between these ofnces directs those two offices to cut in 
the emergency iron pair at each place. One movement of the 
switch does this, and the line is again ready for use. When 
trouble has been cleared the lines are restored to normal. 
The transposed pair of iron wires are, of course, used for tele- 
graph work when not patched into the copper pair. Even then 
they can be used either side of the patch. One movement of 
the switch cuts out both telegraph and telephone at any sta- 
tion, and this is done when leaving office for any length of 
time or when closing for the night. 

In handling train orders by telephone it should be remem- 
bered that all rules and regulations governing train movement 
remain the same as under the telegraph. No rules or practices 
have been changed and everything that has been done is still 
done, the only difference being that they talk instead of work 
a telegraph key. The crders as delivered to conductors and 
engineers are just the same in form, appearance and every 
particular as they have been and are handled exactly the same 
as heretofore. In issuing a train order, the despatcher, after 
calling the stations he wants, proceeds with his order in the 
same form and formula as if by telegraph. The names of 
all stations, conductors, train and engine numbers and time 
are first pronounced plainly, then spelled out letter by letter 
and figures duplicated, naming each figure separately. When 
speaking the order the despatcher is writing it in his record 
book, which is quite a material safeguard over the telegraph 
practice. When he is done speaking he is done writing and 
ready for the repeating by the operators. This reduces his 
speed of conversation to his own ability to write it down and 
also gages the speed for the receiving operator out on the 
line and does not hurry him unnecessarily. The operators 
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repeat the orders back to the despatcher in the same way, 
giving “X’” acknowledgment, etc., same as ever. All operators 
concerned listen to each other repeat, thereby checking each 
other. The despatcher underscores each word and figure in his 
record book as it is being repeated by each operator. Follow- 
ing are two illustrations of orders; the hyphenated words and 
figures being spelled out letter by letter. The orders as de- 
livered do not show these spacings or brackets, which are 
merely used for this illustration: 


Example I. 
Order No. 49. 

To C. & E. No. F-i-f-t-y F-i-v-e (Five Five): 

Extra B-l-e-v-e-n S-i-x-t-y S-i-x (Double One Double Six) and 
No. F-i-f-t-y F-i-v-e (Five Five) Engine S-e-v-e-n (Seven) 
J-o-n-e-s will meet at Bombay (B-o-m-b-a-y) instead of Bangor 
( B-a-n-g-o-r). 

Example II. 

No. T-w-e-n-t-y T-w-o (Double Two) Engine S-e-v-e-n-t-y 
S-e-v-e-n (Double Seven) S-m-i-t-h will meet No. T-h-i-r-t-y 
F-i-v-e (Three Five) J-o-n-e-s at Bangor (B-a-n-g-0-r). 

In reporting trains to despatcher, (3s) no calling is neces- 
sary—operators merely take receiver off hook, speak the name 
of their station, and go ahead with their business; the dis- 
patcher being cut in continuously, hears them, gives his ac- 
knowledgment, etc., and the transaction is completed. The 
despatcher writes his order in his record book as he speaks it, 
and so is all ready for the repeat when he is through speaking. 
The operators can then talk it back to him as fast as they can 
do so distinctly and plainiy. The result is that counting the 
time saved in calling and the quicker repetitions we find 
‘that orders and 8s are handled about 50 per cent. quicker than 
by telegraph. This means that the despatcher can dispose of 
his work that much faster, has more time to figure out move- 
ments, meeting points, etc., and can handle a great many more 
trains on his trick and handle them more promptly, thereby 
greatly facilitating train movements. It further places the 
despatcher in closer touch with all the little details of his 
daily work and in closer touch with his men out on the line. 

It has been our observation that there has been a decided 
improvement in the work and deportment of the men out on 
the line, due to the fact that the conversations between the 
despatchers and operators or other employees are of a much 
more personal character than obtained by telegraph, resulting 
in closer working relations and more pleasant co-operation. 
It is more as if they were facing each other and they don’t 
feel like indulging in some of the choice remarks that used 
tc fly over the telegraph wire when someone would lose his 
temper. A [cross-grained] man don’t feel as brave and cocky 
when he is talking directly to you. We have had instances 
where derailments or other accidents have occurred, and the 
despatcher being able to converse directly with the conductor 
on the ground and the cenductor being able to explain things 
in his own way, more has been accomplished in ten minutes 
than could be done by telegraph in an hour under the same 
conditions. 

Each superintendent has a telephone on his desk connected 
with the despatching line. He can listen in, or talk with any 
or all his stations at any time. He can himself check up any 
slackness and keep in close personal touch with everything, 
which was not possible telegraphically, unless the superin- 
tendent was a telegrapher, and this is not always the case. 

It has opened up an avenue for employment for injured 
trainmen and other employees, who make first-class block 
operators or station agents, being experienced and much more 
desirable and reliable than some strange operator that might 
come along or some young fellow starting in. It should like- 
wise open up a future avenue for bright young conductors to be- 
come train despatchers should they so desire. There are many 
young conductors who ought to make first-class train des- 
patchers, and under telephone operation it would be a com- 
paratively easy matter for them to do so, as they usually 
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have the necessary experience and all the requirements, except 
the ability to telegraph. The train despatchers are all en- 
thusiastic over the telephone and appreciate it, as it lightens 
their many burdens to a considerable extent, and we all know 
they have burdens enough to carry. 

Another important feature in the use of the telephone for 
train despatching is the fact that it works as good, if not 
better, in bad or foggy weather than in good—just the reverse 
of the telegraph. No instruments out of adjustment and no 
operator breaking in the middle of an order with a string 
of dots like a gatling gun trying to adjust himself and not 
knowing how. The telephone remains in adjustment in any 
kind of weather; the signalling apparatus may be affected, 
but the telephone will not be. 

There are many other advantages connected with the use 
of the telephone for train despatching, and it is decidedly a 
step in advance in the method of handling trains. More 
trains can be handled in a given time, prompter movements 
can be made, emergencies handled and controlled quicker and 
better, everybody is placed in closer touch with each other, 
and it is just as safe as the telegraph, if not safer, for such 
purposes. When telegraph orders were first introduced, the 
first train and engine men handling them were afraid of them 
and did not want to use them. Now we would not do without 
them. It was a great advance over running by smoke and 
time card. * * * The change from telegraph to telephone 
operation on the two divisions metioned was made without a 
hitch. All the officers and men concerned are entitled to a 
great deal of credit for the willing and efficient manner in 
which they took hold of the matter. 

There is an erroneous impression that the telephone may 
soon supersede and replace the telegraph entirely. This will 
not happen in your time or mine. On the two districts 
equipped, while we are using the telephone for train move- 
ment business, we have retained the telegraph for ordinary 
messages and commercial business. 





ALL-ELECTRIC INTERLOCKING AT NEW HAVEN. 





The improvements in the “east cut” of the New York, New 
Haven & Hartford at New Haven, Conn., which were described 
and illustrated in the Railroad Gazette of August 26, 1906, 
have been completed and the line opened for operation. The 
signaling system for this section of the road consists of an 
all-electric interlocking station at the west end of the cut 
near Water street bridge (called Fair street interlocking), a 
mechanically operated interlocking station, just west of Cedar 
Hill station, and automatic signals between these two points; 
that is, from near the passenger station eastward to the point 
where the New London, the Willimantic and the Hartford 
routes diverge from one another, about 14% miles. 

Fig. 1 shows a track plan of Fair street interlocking and 
Fig. 2 that at Mill River Junction. 

The Union interlocking machine at Fair street is shown in 
Fig. 4. All of the wire leads from the interlocking machine 
to the switches and signals are carried in boxing above the 
ground, junction boxes being installed in the main line at 
every point where cross wires are run to connect with a switch 
or signal. Each junction box is equipped with terminals 
mounted on slate, and all wires are tagged in such manner 
that a complete test can be made from each junction station 
in either direction without opening any joints or cutting the 
insulation. This feature adds materially to the efficiency of 
the plant. 

Nearly the entire track layout operated from this station is 
under bridges, and as these bridges are concrete arches span- 
ning only two tracks to each arch, the range of view from the 
tower is very limited. For this reason it became necessary to 
install a track indicator, which is shown in Fig. 5. The face 
of the track indicator is a facsimile of the tracks controlled 
at this cabin. The tracks illustrated on the track indicator 
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are normally green, that is, when there are no trains on the 
tracks. The presence of a train on any track-circuit section 
turns the color on the indicator from green to red, so that red 
always represents a section of track occupied by a train. 

This indicator, made by the Union Switch & Signal Com- 
pany, is different from any heretofore described. ‘Track 
models,” long familiar on electro pneumatic interlocking ma- 
chines, have brass rods or strips representing the tracks, and 
those parts of the rods which represent switches are movable 
and by their movements repeat the actual movements of the 
actual switches. The indicator at New Haven looks like a 
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connections from the levers to all signals and switches. All 
high signals worked from this station are provided with elec- 
tric slots controlled by track circuits over the route to which 
they govern. These track circuits also control the distant 
signals in connection with the automatic system, and thus the 
continuity of the automatic system is carried through the 
interlocked section. 

“Back Locks” are installed on all home signal levers, con- 
trolling their normal latching, thus assuring the giving of the 
stop indication (and also the caution indication of distant 
signals), before a route can be changed. There are provided 
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Fig. 3—Track Circuits for Electric Track Indicator—Fair Street Interlocking. 


track model, but in place of the brass rods there are open- 
ings in the surface of the “map” which are filled with mov- 
able metal strips, showing green or red. The photograph, 
Fig. 5, does not show the difference between green and red, 
but we have cross hatched two sections on the Northampton 
division, to the left and the right of Chapel street, to show 
how a difference of color would be apparent if there were a 
train or part of train covering those sections or parts of them. 
The strips are parts of the armature of track circuit relays, 
like the disk or miniature semaphore of an ordinary block 
indicator. When the relay is de-energized the red part of a 
strip drops into view by gravity; when it is energized the 
green is lifted into view. 

This indicator serves the same purpose as the electric-light 
track indicators used on the New York Central and the New 
York Subway. Those show the presence of a train on a sec- 
tion by energizing an electric light, placed behind a glass, or 
its absence by energizing an electric light of another color; 
in this the metal strips take the place of the glass and, of 
course, give their indications in bright sunlight as well as in 
shadow or darkness. In the New Haven indicator the relays 
are in a metal box the front of which bears the “map,” as 
shown. At night the face of the indicator is illuminated by 
six two candle power electric lights, with reflectors, as shown. 

Fig. 3 diagrammatically illustrates the circuits operating 
the track indicator. In order that the lever-man may be able 
to work the switches and signals from his readings of the 
track indicator, each space between signals, and each cross- 
over, is provided with a separate track circuit, and each is 
thus a track circuit section. The indicator is divided into 
sections identical with the track circuit sections. Thus every 
movement, whether along a straight track or crossing over 
from one track to another, is indicated and the exact location 
of a train in reference to the signals is known. Referring to 
Fig. 3: suppose a train to pass from the Northampton division 
at the upper right hand corner, to track No. 4 in front of the 
cabin, the sections on the track indicator would turn from 
green to red as the engine proceeded, in the following order, 
E., N., H., M. and J.; as the last car passed off from the sec- 
tions the indication would turn back from red to green in the 
same order. 

There are also audible signals to announce the approach 
of trains on the main line and from the Northampton branch. 
This announcement is given sufficiently in advance of a train 
to allow the operator to set up the route and clear the neces- 
sary signals. 

The mechanical interlocking at Mill River Junction, Fig. 2, 
controls the movement of trains to the New London or Hart- 
ford routes, or to Belle Dock. This plant is of modern de- 
sign, the interlocking machine being of the Saxby & Farmer 
type. It is equipped with a rocker shaft leadout and pipe 


in this tower block indicators for all tracks leading from the 
tower in the direction of traffic, and these are controlled by 
track circuits to the next block, so that the lever-man may 
know as soon as a train clears. The same track circuits also 
control the electric slots above mentioned, thus providing 
against the possibility of clearing a home signal with a train 
in the section. There are also audible signals given at this 
tower for the approach of trains, the same as at Fair street. 
The automatic signal system commences. at Grand avenue 
and spaces trains approximately 2,000 ft. through the cut and 
as far as the tower at Ferry street at the junction of the 

















Fig. 4—Union Electric Interlocking Machine, New Haven. 


Shore Line and Midland Divisions. The most interesting 
feature in regard to the automatic signals is that owing to 
the lack of clearance room betwen the tracks and the walls 
of the cut, special signal construction was necessary. Fig. 6 
shows pne of these signals, a suspended signal, with a center- 
atta arm. These signals were described in the Railroad 
Gazette of November 29, 1907, page 646, and January 17, 1908, 
page 95. The signal in Fig. 6 is for Track No. 4, an east- 
bound track, and is placed on the left of the tracks because 
of the curve in the line. Track 3 is westbound. In the en- 
graving, the outlines of the arms and roundels of the signal 
have been picked out because of the dimness of the photo- 
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graph. The vertical member of the New Haven suspended 
signal is a heavy casting and the support therefore has to be 
strong. In this case 15 in. channel beams are used. They 
are 11 ft. 4 in. long and the left hand end of each is held 
down by two 1 in. anchor bolts 4 ft. long. The lower ends of 
the bolts are fastened in the masonry by 3 in. x 3 in. plates. 
Besides these bolts there is an expansion bolt at about the 
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installation is the electric generating and distributing system. 

The electrical requirements necessary for the signal system 
are 110 volts for the electric interlocking, the automatic sig- 
nal system and the electric lighting of the signals, and 8 volts 
for the track indicators, track circuits, electric slots and elec- 
tric locks. To provide this current constantly and without 
probable chance of interruption, it was decided to install a 





Ta NORTHAMPTON =" 





\ TRACK NO 3 


TRACK NOt me / 





\ PASSENGER 


x 


\. TO CEDAR HLL = 


~<a TRACK NOD eee 
\peced . 
Aertel AS Soe A 


Fig. 5—Electric Track Indicator, Fair Street Interlocking, New Haven; Made by Union Switch & Signal Company. 


middle of the beam, extending down into the masonry 2 ft. 
4. in. The inspector’s ladder, though attached to the wall, is 
not vertical, but is inclined so as to facilitate ascent. 

In the whole automatic system the signal motors are 
worked by direct current at 110 volts. All of the signals 
throughout the entire installation are electrically lighted and 
all of the track circuits are operated from the power dis- 
tributing system, and the most novel feature of the entire 


small electric lizht and power system and to have all ma- 
chines and storage batteries in duplicate. 

One of the main generating units runs all of the time, with 
the duplicate storage sets in multiple. From these units are 
operated the electric interlocking plant, and the electric lights 
for all signals and the small motor generators. The small 
motor generators, two of which are located at the power sta- 
tion and two at the Cedar Hill interlocking station, each have 
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Fig. 6—Suspended Signal in New Haven Cut, New York, New Haven & Hartford. 
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a duplicate set of storage battery in multiple. One of the 
small units at each place is operated constantly. These small 
units furnish current for the track circuits, track indicator 
and slots. The two main generating units each consist of a 
5 h.p., 550 volt motor directly connected to a shunt wound, 
21%4 k.w., 150 volt generator. The motor takes current from 
a local street railway power station and generates current for 
signal consumption, any excess current flowing into the dupli- 
cate set of storage cells. In case the signals require more 
current than the dynamo is generating, the storage battery 
furnishes it. There are also four motor generatcrs, 75 watt, 
9 volt, compound wound, with the shunt field excited from 
the 110-volt circuit which operates the motor. This feature 
makes possible a very close regulation. In multiple with the 
small units are duplicate sets of storage cells. The motor 
generator furnishes current at 8 volts and operates in regard 
to the storage battery in the same manner as the large units 
above described. Two of these four motor generators furnish 
current for the signals at Cedar Hill interlocking station. 
All of the storage batteries used in connection with the sys- 
tem are 80-ampere hour and of the Planté type. From the 
main switchboard in the power station the entire power dis- 
tribution is controlled. Power for the automatic signals is 
taken from the two power mains wherever the signals are 
situated. 

Both the large and the small generating units are designed 
to operate in parallel and the switchboard wiring is arranged 
so that the signal system may take current from the two 
motor generators running in parallel, or two batteries in 
parallel; or either one of the two motor generators and the 
two batteries in parallel; er both of the motor generators and 
one of the batteries in parallel; or both motor generators and 
both batteries in parallel. This applies both to the large and 
the small size units; thus affording the utmost possible flexi- 
bility of charging and discharging the batteries. 

As the control of the large generating units is through au- 
tomatic overload and no load circuit breakers, any interrup- 
tion of the 550-volt current results in the stopping of the 
motor generators, and the entire signal system is then 
operated from the storage battery. Thus it is not necessary 
for an attendant to stay in the power station. 

The consumpion of current for the operation of the signal 
system averages 8 amperes, the minimum being about 3 am- 
peres and the maximum 49 amperes. All rubber covered 
wires in the system are “Okonite.” 

The continuously running feature of the power generating 
units renders the system highly efficient as compared with 
the usual equipment designed to operate signals from storage 
battery, with the battery charged at intervals, say of twice a 
week. The table below shows a comparison of the two meth- 
ods, column A showing the elemen‘s of cost with generators 
running continuously, operating the signals direct, and work- 
ing at 50 per cent. of their rated capacity, and column B the 
elements under the plan of working the signals from storage 
battery and running the generators intermittently (duplivate 


batteries, capacity for one week, batteries charged twice 
weekly). 
B. Working 
A. by storage 
Direct working. battery. 
SS ee i ar era tot 2.5 k. w. 15 k. w. 
Number of wenerators, «....6 0.0055 6005% 2 1 
Size of storage battery cells............ 80 a. h. 800 a. h. 
Number of storage battery cells......... 104 110 
Floor space for power plant ........... 275 sq. ft. 1,050 sq. ft. 
Efficiency, energy delivered to generator 70 per cent. 60 per cent. 
Ratio, first cost (estimated)........... 1 to 5.65 
Ratio maintenance per year (estimated) 1 to 7.95 


This signal system was designed and installed by the signal 
department of the road, C. H. Morrison signal engineer. 





The Hungarian State Railroads earned gross 7.9 per cent. 
mere in 1907 than in 1906, but their working expenses in- 
creased 21.3 per cent., leaving a decrease of 15 per ceut. in 
net earnings. 


The great increase in expenses was due chiefly 
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to higher rates of pay to employees, for which they had been 
struggling for years; but partly also to higher prices of sup- 


plies. Meanwhile traffic fell off. 





AUSTRIAN PETROLEUM TRAFFIC. 





The negotiations between the Austrian State Railroads and 
the petroleum producers of Galicia, who asked that these rail- 
roads relieve them of their surplus product by using it for 
locomotive fuel, have resulted in a contract, by which the 
State Railroads will take, not crude oil, but the crude from 
which the benzine has been distilled, and for this purpose will 
establish a refinery in the oil region and lease it to the owners 
of the oil mills, and in the fall of 1909 will begin to take oil 
for the railroads in Galicia, storage tanks being provided for 
the contents of 30,000 tank cars, the cost of which storage 
tanks will be met by ratable deductions from the sums paid 
for oil. For the first six months 22,500 tank carloads will 
be taken, and for the five years for which the contract is 
made 150,000 carloads. The price is to be a proportion of 
what the cost cf coal would be: not quite so much. It is ex- 
pected that oil will be used also on lines not included in the 
contract; but the locomotives are to be equipped so that they 
can change from oil-burners to coal-burners within six hours. 





THE LEGAL, ECONOMIC AND ACCOUNTING PRINCIPLES 
INVOLVED IN THE JUDICIAL DETERMINATION OF 
RAILROAD PASSENGER RATES.* 





BY MAURICE H. ROBINSON, 
Professor of Industry and Transportation at the University of Illinois. 
The active political agitation for a level maximum rate of 
2 cents per mile in intrastate passenger transportation began 
in Ohio in 1906. After considerable discussion and full hear- 
ings' before the Committee on Railroads and Telegraphs, a 
2-cent passenger fare act was reported, passed both houses of 
the legislature, was signed by the governor and was put into 
operation by the railroads? without any attempt being made to 
test its legality. During the same year the legislature of 
Virginia passed an act empowering and requiring the state 
corporation commission ‘to fix and prescribe a schedule of 
rates for the transportation of passengers by all transporta- 
tion companies,’ and further provided that until a schedule 
of rates was fixed the railroad companies should issue mileage 
books to be sold at the rate of 2 cents per mile. The validity 
of this act was contested and finally it was declared uncon- 
stitutional by the state court of appeals. In the meantime 
the state corporation commission had been taking testimony 
and making an investigation with a view of determining what 
was a fair rate of compensation, and on April 27, 1907, handed 
down a decision requiring certain railroads denominated 
“trunk lines” to charge not more than 2 cents per mile for 
intrastate passenger fares. The remaining railroads were 
grouped into three classes and allowed to charge 21%, 3, and 
344 cents per mile, respectively. A third state to take action 
during the year 1906 was Maryland,’ where a law was passed 
requiring all railroads doing business in the state with cer- 
tain minor exceptions* to keep for sale mileage books 
of 500 and 1,000 miles, unlimited in time and good for 
the families and employees of the purchaser, at 2 cents 
per mile. 
With the assembling of the legislatures in the early months 
of 1907, acts reducing the legal maximum passenger rate from 
3 to 2 cents per mile were introduced in what may fairly 





*Reprinted by kind permission from the Yale Review. 

The representatives of the railroads were heard and among others 
President McCrea, of the Pennsylvania, submitted a statement showing 
that with a 3-cent fare that company, according to the method of pro- 
rating expenses then in use, was conducting a portion of its passenger 
business at a loss. 

> March 10, 1906. 

® Laws 1906, c. 174. 

* Railroads chartered in the state whose gross passenger receipts are 
less than $5,000 annually. 
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be called a wholesale fashion. In several of the states a 2-cent 
passenger fare bill was advocated by the respective governors 
in their annual messages® to the legislatures. These bills 
were vigorously pushed in the committees, hurried through 
the legislatures and signed by the governors® with inadequate 
consideration, in view of their economic importance to the 
railroads and to the public. The net result of this avalanche 
of passenger fare legislation during the past two years has 
been to provide by law for a level maximum 2-cent per mile 
rate in eight states,’ a 2-cent rate for main lines, and a 
slightly higher rate for subsidiary lines in five,* a 214 rate in 
two,® and a 2% rate in three others.” In addition, two other 
states" have enacted laws requiring the railroad corporations 
to issue mileage books that are expected to materially lower 
rates, and finally, when Oklahoma entered the Union as a 
state a 2-cent fare clause” became a part of her permanent 
constitution.“ This remarkable movement on the part of the 
legisiatures or other public authorities in twenty-one states,™* 
embracing in general the territory lying between New Eng- 
land and the Rocky Mountain states, and representing ap- 
proximately two-thirds of the population of the country, has 
few parallels in our past legislative or economic history. In 
the spontaneity of its origin and its resistless onward sweep 
it is comparable with the granger movement of the seventies. 
The latter movement, however, was local in its scope, affect- 
ing a comparatively small section of the country, while the 
railroad legislation of the past two years was essentially 
national in its character and effects. In the latter aspect it 
is more like the interstate commerce legislation of 1887. The 
interstate commerce act differed radically in one point, viz.: 
it was under consideration by Congress for a period of thir- 
teen years, during which time two important commissions” 
were constituted to study the railroad problems of the day 
and their reports became the basis of extended discussion in 
the halls of Congress and the public press. The Hepburn 
amendment was also preceded by a long period of public agi- 
tation and full consideration’ by the national Congress. 

The causes of this movement, so sudden and so unexpected, 
lie deep in the popular discontent with railroad conditions, in 
the fear of the giant railroad consolidations and in the feeling 
of exalted power that often comes to a democracy realizing 
its new found strength.” While the active causes undoubtedly 
are obscure at the present time, and almost inextricably mixed 
with the political issues in the several states, it is clear to 
the impartial observer that a movement so widespread in its 
scope and so unanimous in its popular approval is likely to 
be founded on fundamental economic conditions which create 
the demand and approve the action when the demand is 
realized in the enactment of appropriate legislation. 

The most fundamental of these causes rests upon the unpre- 
cedented growth of the railroad business during the past 
decade and the consequent increase of railroad earnings. 

During the twelve years, 1895-1906, the railroads of the 
United States increased their single track mileage” approxi- 





5 Towa, Indiana and some others. 

® With the exception of Governor Hughes of New York, who vetoed 
the 2-cent act passed by the legislature on the grounds that it had not 
received the consideration that was desirable and further that it was 
the proper function of the Public Utilities Commission to make a thor- 
ough investigation before action was taken. 

‘ Arkansas, Illinois, Indiana, Minnesota, Nebraska, Ohio, Pennsylva- 
nia, Wisconsin. 

8 Towa, Michigan, Missouri, West Virginia, Virginia. 

® North Carolina, Georgia. 

10 Alabama. North Dakota, South Dakota 

11 Maryland, Kansas. 

122 For a review of the railroad legislation of the past two years, see 
The Railway Age for July 16, 1907, and several succeeding issues. Also 
the American Political Science Review, Vol. I. No. 4. p. 638 et seq. 

18 The constitution of Oklahoma provides that the Railroad Commis- 
sion of that State may make exceptions in the case of those railroads 
that are able to prove a 2-cent rate is unremunerative. 

14 Including New York. 

1 The Windom and the Cullom commissions. 

16 Hearings before the Committee on Interstate Commerce. U. S. 
Senate Vols. I-V., 1905. 

It is significant that this movement followed in the wake of the 
great popular political uprising during which time the former bosses and 
political leaders were quite generally overthrown and new leaders arose 

18 The total mileage operated, including second. third, fourth, side and 
yard tracks, increased during the years of 1895-1905, inciusive, trom 
233,275.40 miles to 306,796.74 miles, or over 31 per cent. 
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mately 24 per cent., their gross earnings’ 115 per cent., and 
their net earnings” 125 per cent.; operating expenses, on the 
other hand, including as they do in American railroad ac- 
counting liberal allowances for improvements, increased only 
111 per cent., somewhat less than the increase in gross and 
considerably less than in net earnings. The enormous increase 
in gross earnings is the result chiefly of the increased volume 
of traffic, and secondarily of the economics effected in the 
operating departments, particularly in the transportation of 
freight. During the eleven years from 1895 to 1905, inclusive, 
the passenger traffic almost doubled in volume,” while the 
freight traffic increased by about 120 per cent.” The econo- 
mies effected, especially in the freight department, have been 
almost as noteworthy as the increase in the volume of traffic. 
An increase of approximately 100 per cent. in the number of 
passenger miles has been accomplished by increasing the train 
mileage 45 per cent. and the train load 27 per cent. During 
the same period, the freight train mileage increased only 21 
per cent., while the average freight train load increased from 
189 tons to 322 tons, or slightly over 70 per cent. The com- 
bined result of the various economies effected in the operation 
of trains has been to increase both the gross and the net train 
mile revenue by almost 50 per cent.” 

Notwithstanding this phenomenal increase in the volume of 
the traffic, accompanied at the same time by marked economies 
in the operation of trains, thus increasing the net earnings 
from two direct sources, passenger fares” have in general 
remained practically stationary, while freight rates* show 
only a moderate decline. Moreover, the actual decline in rates 
has affected a comparatively small number of patrons, being 
caused largely by the elimination of discriminatory rates 
through the activity of the Interstate Commerce Commission, 
shippers’ associations, and city rate bureaus, by the develop- 
ment of tarload traffic and by the shipment of an increasing 
proportion of low-grade traffic. 

A third factor which has had considerable influence on 
legislation was unfortunately contributed by certain railroad 
financiers who were generally believed to be guilty of ques- 
tionable practices in connection with the reorganization of 
several railroad systems and the amalgamation of others. The 
exploits of Drew, Fisk and Gould in Erie could hardly be 
duplicated at the present time with more vigilant public 
authorities, courts of finer sensibilities, and a more intelligent 
and active public opinion. Nevertheless the “frenzied finan- 
ciers” have not entirely abandoned the railroad world, and 
their occasional campaigns furnish sufficient stimulus to set 
the legislative machines into active operation when other 
conditions are favorable. The series of events leading to and 
including the Northern Pacific corner in 1901, the purchase of 
the Burlington on account of the Great Northern and the 
Northern Pacific, and the exchange of $200 in 4 per cent. 
joint bonds for each $100 of stock; the purchase of the Jersey 
Central by Morgan and its subsequent sale to the Reading; 
Gates’ meteoric entry into Louisville & Nashville and the 
immediate sale at a handsome profit to Morgan in the inter- 
ests of the Atlantic Coast Line; the speculative recapitalization 
of the Chicago & Alton by the Harriman syndicate; the Pere 
Marquette, Cincinnati, Hamilton & Dayton fiasco: all these 





19 Gross and net earnings: 
Single track, Inc., Inc., Inc., 

Year. mileage. pret. Gross earnings. prct. Net earnings. pr ct. 
BOs Se 177,746.25 .. $1,075,371,462  . $349,651,047 ... 
1906.....220,028.44 24 2,319,760,030 115 787,596,877 125 


Passenger Increase, Increase, 
20 Year. miles. per cent. Ton miles. per cent. 
BEN hoiweae 12,188,446,271 <a 85,227,515,801 eae 
yt: : Seen 23,800,149,436 95 186,463,109,510 120 
21 Revenue per train mile: 
C., Inc Ine., Ine., Inc., 


Year. Pass. pret. Frt. pr ct. Both. pret. Cost. pret. Net. pr ct. 
9 $1.6) " $1.37 $0.93 : 0.44 


1895. $0.97 .. : ay 93. ; ae 
1905. 115 18 2.49 54 1.97 44 1.32 42 0.65 47 


———— In cents--———Y,, 

1895. 1900. 1905. 

22 Passenger receipts per passenger mile.. 2.040 2.003 1.962 
Freight receipts per freight mile ....... .839 .729 -766 
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events in high finance with railroads as their subject matter 
caused the legislatures to believe that almost any railroad 
concealed a gold mine, and that consequently any reduction 
of rates that they ordered would finally be justified from the 
standpoint of railroad earnings, as well as from that of 
political expediency. For this state of public opinion, in 
which the average legislator fully shared, the modern railroad 
financier of the extreme type is largely, if not wholly, re- 
sponsible. 

Finally, it is a significant fact that the iegislative reduction 
of passenger fares began in those states where the interurban 
electric service has been most fully developed. The average 
man loves to travel, and when he found that the interurban 
electric lines were able to carry him and his family to the 
neighboring towns, quickly and comfortably, for about one- 
half the fare that the steam lines were charging, and Still, as 
he was led to believe, make a liberal profit, he concluded 
that the latter were making an exorbitant profit on a 3-cent 
rate. Reasoning along these lines, the legislators, represent- 
ing public opinion fairly, accurately determined to pass the 
2-cent fare bills and thus throw the burden of proof upon the 
railroad companies in case the latter should care to appeal 
from their decision to the courts. 

It is, of course, probable that the railroad corporations will, 
in many of the states affected, accept the rates prescribed by 
the legislatures or commissions. In that case they will have 
the option, .within limits fixed by economic, technical and 
legal conditions, of furnishing passenger service of the same 
general character as that which they are now providing; or 
of cheapening the service, by reducing the number of trains 
per day, by lengthening the time schedules, or by cutting 
wages, and by using less elaborate equipment; or finally, 
they may gradually substitute a more economical method of 
conducting the legal passenger service than that in general 
use at the present time. In certain of the states, however, 
the railroads have already adopted a quite different policy, 
viz., that of refusing to put the 2-cent rates into effect and 
of appealing to the courts for the protection of their consti- 
tutional rights.“a This temporary solution of the problem 
raises certain fundamental questions in regard to the legal 
rights of the railroad corporations, and in turn these legal 
rights depend upon certain well-known principles of eco- 
nomics and accountancy which it is the primary purpose of 
this paper to state and discuss. 

rt. 

The legal and constitutional principles involved in the 
public regulation of railroad companies have been fairly well 
settled through a long line of judicial decisions in which the 
doctrines now held by the courts have been gradually de- 
veloped and are now fully established. From the very be- 
ginning of railroad transportation in both England and the 
United States the courts, basing their decisions upon the prin- 
ciples of the common law, have upheld the action of the pub- 
lic authorities in the reasonable regulation of railroad cor- 
porations. Such regulation has invariably been interpreted 
to include laws against extortion and unjust discrimination, 
as well as those prohibiting the formation of monopolies. 
From the first, however, and in fact until the granger legis- 
lation of the seventies, the railroads fixed the rates for the 
transportation of persons and goods subject only to charter 
provisions and the observance of the principles above speci- 
fied. The unstable conditions following the civil war, together 
with the rapid extension of railroad systems into the central 
and western states far in advance of the economic ability 
of the population to support them, led to competitive warfare 
in competitive territory with extremely low rates and the 
enforcement of monopolistic rates wherever competition did 
not exist. Rates were therefore unduly high in some portions 








a The Supreme Court of Pennsylvania has declared (Jan. 20, 1908) 
the 2-cent law, passed by the last legislature, unconstitutional so far as 
it applies to the Pennsylvania Railroad Company, on the ground that 
“it reduces the returns from the property to such an extent as to render 
it unremunerative.’—Chicago Record-Herald, Jan. 21, 1908. 
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of the territory and unduly low in others. Under those cir- 
cumstances the people, through their representatives in con- 
stituent conventions,” and the legislatures began to claim the 
power and to exercise their asserted 1ight to fix rates and 
fares independently of the railroads and without review by the 
courts. Illinois, the leader in this movement, inserted in her 
constitution, adopted in 1871, among other sections* regulat- 
ing railroads, one directing the General Assembly from time 
to time to pass laws establishing reasonable maximum freight 
and passenger rates. The first legislature elected under the 
new constitution provided by statute for the establishment 
of such rates for the passenger service on the railroads o: the 
state. The Railroad and Warehouse Commission made the 
necessary administrative regulations and ordered the rates 
to be put into execution. Early in 1872 the first suit under 
the new law was instituted against the Illinois Central Rail- 
road Company for charging 4 cents per mile, while the 
classification” made by the commission allowed that road to 
charge only 38. On December 4, 1872, Judge Wood, of the 
circuit court, handed down a decision in favor of the rail- 
road company on the grounds that (1) the rate charged had 
not been proven unreasonable; (2) the fixing of rates by the 
legislature was an unconstitutional violation of the railroad’s 
chartered rights; and (3) the legislature had no power to 
fix rates, as it had no judicial power and no means of deter- 
mining whether a particular rate was unreasonable or not*’ 
No appeal was taken, and at the time it seems to have been 
generally assumed that the decision would stand.” In the 
Neal Ruggles case, however, which was first tried in 1873 
and appealed to the supreme court, that tribunal, in its de- 
cision handed down in 1878, took a position directly opposed 
to that of Judge Wood, and therefore reversed the decision 
of the inferior court, and in upholding the constitutionality 
of the act, laid down the following principles, which have 
since been the established law of the saote, viz.: ‘The legis- 
lature of this state has the power under the constitution to 
fix a minimum rate of charges by individuals as common 
carriers, or others exercising a business public in its charac- 
ter, or in which the public has an interest to be protected 
against extortion or oppression, and it has the same rightful 
power in respect to corporations exercising such business, 
and such regulation does not impair the obligation of the 
contract in their charters. * * *’% The right of the state 
legislature under the constitution to regulate and fix the 
rates and fares which common carriers might lawfully charge 
having thus been upheld by the supreme court, there remained 
the further question, viz.: Was the Illinois constitution, and 
therefore the legislation under it in conflict with the pro- 
visions of the Federal constitution and the laws drawn in 
conformity to its terms? This question had already been 
answered two years earlier in the case of Munn vs. Illinois.” 
Here it was held by the Supreme Court of the United States 
that the state legislature enjoyed the constitutional right 
“to limit the rate of charges for service rendered in a public 
employment or for the use of property in which the public 
has an interest.” 
(To be continued.) 





*3 See Debates of th: Constitutional Convention. Illinois, 1870, II., 
1637, 1708, 1770. 

*4 Other important acts affecting railroads are: (1) Relating to the 
incorporation of railroad companies: (2) limiting consolidations; (3) 
regulating the grain traffic; (4) prohibiting unjust discrimination and 
extortion in freight rates; and (5) establishing a board of railroad and 
warehouse commissioners. Laws of Illinois, 1871-2. 

»The railroads were divided into four classes: A—Annual gross re- 
ceipts exceeding $10,000 per mile: B—$8,000-$10,000; C—$4,000- 
$8,000; D—less than $4,000. Maximum rates were as follows: A— 
2% cents, B—3 cents, C—4 cents. D—5% cents. 
sane ae Illinois Railway Legislation and Commission Control since 

70, p. 36. 

27 Davidson and Stuv, History of Illinois, p. 1030. 

2891 Illinois, 256. The MeLean Co. case, in which Judge Lawrence 
delivered his well-known opinion, while arising under the same general 
act related to freight rates and turned on the question: May a state by 
law forbid all discriminations or only unreasonable ones? Judge Law- 
rence held that only unreasonable discriminations could be prohibited. 
He stated as an obiter dictum that the legislature had a clear right to 
fix ratcs so far as the power had been delegated to it by the constitu- 
tion. See Gordon. op. cit., p. 39 

294 U. S., 113 
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@eneral News Section. 


The law of New York State, requiring railroad companies 
to pay their employees semi-monthly, went into effect Oct. 1. 


At Gulfport, Miss., October 6, Judge Wood, in the Chancery 
Court, declared unconstitutional the act of the Mississippi 
legislature which penalizes railroads that remove litigation 
from the state to the federal courts. 


The New York State Public Service Commission, Second 
District, has appointed an inquiry, to be held October 18, con- 
cerning the precautions which are used or are needed to 
prevent setting fires in the forests of northern New York by 
sparks from locomotives. Eighteen railroads have been sum- 
moned to appear. 


Press despatches of October 6 report the strike of shop 
employees on the Canadian Pacific, which began the first 
week in August, as settled. The strikers returned to work 
on the conditions that existed before the strike and the com- 
pany announces that the new men will not be discharged, ex- 
cept for inefficiency. 


The Northern Pacific has decided to extend the “A B C 
system” of train operation from Trout Creek, Mont., to 
Auburn, Wash., about 500 miles, which inciudes 63 miles of 
line west of Spokane that has been under this method of 
operation for the past year. It was expected that the order 
would be put into effect last week. 


A rear collision on the Toledo & Ohio Central at Sugar 
Ridge, Ohio, near Bowling Green, on the evening of October 1, 
resulted in the crushing of the two rear cars of a passenger 
train heavily loaded with excursionists from Bowling Green; 
and six passengers were reported killed. The passenger train 
was slackening speed for the stop at the station, when it was 
run into at the rear by a following freight. The reports say 
that no tail lights were burning on the passenger train. 


The receiver of the Wheeling & Lake Erie has been tem- 
porarily enjoined by a federal court from permitting the sink- 
ing of oil wells on the right of way of the railroad company. 
The restraining order was issued at the prayer of the Donald- 
son Co. The plaintiff recites that for 20 years it has oper- 
ated oil holdings in Jefferson county, Ohio; that it controls 
the oil rights on property on both sides of the Wheeling & 
Lake Erie right of way, with ducts beneath the right of way, 
and that the road has leased oil rights in this right of way 
to J. W. and Timothy Cushing, which, if exercised, would 
cut in half the yearly yield of the Donaldson Co. stated as 
$1,000,000. 


The Wisconsin Supreme Court on September 29 rendered 
an opinion sustaining the power of the State Railroad Com- 
mission to refuse to issue a certificate of authority permit- 
ting a railroad to issve additional stock when it has not 
filed a certified copy of an amendment to its articles and 
paid the required fee to the Secretary of State. The Min- 
neapolis, St. Paul & Sault Ste. Marie asked for authority to 
issue 14,000 shares of preferred stock and 29,000 shares of 
common stock. The Commission refused, on the ground that 
the company had not paid the required fee of $21,000 for 
filing amendments to its articles of incorporation in the 
state of Wisconsin. The road sought a writ of mandamus 
to compel the Commission to grant the desired authorization. 
The Supreme Court held that the law empowering the Com- 
mission to refuse to issue a certificate of authorization in its 
discretion was constitutional. 


Among the important cases which will occupy the attention 
of the United States Supreme Court in the term which will 
open next Monday, is that of the Interstate Commerce Com- 
mission against Edward H. Harriman. The question at issue 
is whether Mr. Harriman, President of the Union Pacific, 
can be compelled to answer questions regarding the purchase 
of stock in other companies, notably the Chicago & Alton 
transaction. Other cases to be heard are that against the 
New York Central, involving a fine of $108,000 on a charge 
of granting rebates on sugar; that against the Chicago & 


Alton to determine what constitutes terminal facilities and 
the right of a railroad under the law to grant a rebate to 
shippers who supply terminal facilities; one against an ex- 
press company as to the right to issue franks; and two cases 
involving the authority of the Interstate Commerce Commis- 
sion to direct the distribution of cars for coal. 


At Philadelphia, October 6, Judges Dallas, Gray and Buffing- 
ton, of the United States Circuit Court, handed down an order 
allowing the government to appeal from the decision of the 
court in the suit of the United States in the matter of the con- 
stitutionality of the “commodities clause” of the Interstate 
Commerce law. The government contends that the Circuit 
Court erred in holding that the “‘clause” is not a valid exercise 
of the powers of Congress under the Constitution; and that the 
court was wrong in declaring the law discriminative and a 
prohibition, and not a regulation, of interstate commerce. 
Judge Buffington has filed his opinion dissenting from the 
decision of Judges Gray and Dallas, who deciared the “com- 
modities clause” to be unconstitutional. Judge Buffington 
says that the prior action of any state in authorizing carriers 
to own mines can in no way detract from the power of Con- 
gress thereafter to regulate interstate commerce. Such pur- 
chase under state authority created no obligation or contract 
on the part of Congress that it never would enact laws which 
might restrict carriers from the interstate carriage of their 
own products. The judge presumes that Congress in passing 
this act did not seek to confiscate private property, but rather 
to avert by due regulation the evils the carrier had itself 
brought about by allowing its private interest to affect in- 
juriously its public duty. The opinion concludes: “Satisfied 
that under the Constitution the power to regulate commerce 
between the states is vested in Congress, that such power 
includes the power to regulate carriers thereof, and that the 
divorce of the dual relation of public carrier and private. 
transportation is a regulation of commerce, I hold this law is 
constitutional.” 





Municipal Traction Company’s Default in Rental. 





The Cleveland Railway Co., whose property, which includes: 
the street railways of Cleveland, O., is leased to the Municipal 
Traction Co., of which T. L. Johnson, Mayor of Cleveland, is 
treasurer, has brought suit against the Traction company for 
$220,134 and interest from October 1, for the rental due on 
that date. When asked whether any tender of rent had been 
made by the Municipal Traction Co., Secretary Davies, of the 
Cleveland Railway Co., said: “We did not even consider 
that a tender was made. There were checks shown to us 
for the amount of the rental, but they were made in such 
form that we could not have accepted them.” The Traction 
company has attempted to make payment of rental conditional 
on the agreement of the Railway company to pay its regular 
quarterly dividend of 1% per cent. The Railway company 
refused to be dictated to in this fashion, and there the 
matter rests. There are due on July 1, 1909, $2,026,000 Cleve- 
land City Cable first mortgage 5 per cent. bonds of the 
Railway company. There is also some floating debt, sup- 
posed to be over $1,000,000, which must be provided for. Di- 
rectors of the Railway company claim that they are at liberty 
to use rental paid to them by the Municipal Traction Co. 
for any purpose which they see fit. 





Yellow Pine Tram Roads Cases. 





The following resolution was adopted recently by leading 
representatives of lumber companies at Kansas City owning 
tram or tap lines west of the Mississippi river: Resolved, 
That a committee of seven be elected to compile information 
as to the mileage, equipment and value of all the originating 
line of railroads controlled by sawmill men, located west of 
the Mississippi river, for the purpose of using the same before: 
the Interstate Commerce Commission, in event of any litiga- 
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tion affecting said line. This committee to ascertain the 
probabilities of action on the part of the commission, and 
employ counsel to appear before the commission. 

The following pledge was prepared for the signature of all 
originating roads willing to enter into this contract: 

“For the purpose of providing the proper defense of our 
interests before the Interstate Commerce Commission, we 
pledge our roads to bear their pro rata expense of such pro- 
ceedings as may be had under the direction of the committee 
appointed at this meeting.” 


Railway Business Association. 





The meeting of the supply manufacturers which was held 
at the Waldorf-Astoria, New York, September 30, mention of 
which was made in the Railroad Age Gazette, October 2, was 
called with a view to forming an association for conserving 
in a united form the efforts of those vitally interested in 
lessening the present feeling of animosity, on the part of 
national and state officers, which is opposed to the business 
interests of railroads of the country. ‘Two circular letters 
were sent out some time previous to the meeting, the first 
of which explained the purposes of such an association, and 
the second dealt with the manner in which the idea had been 
received among the supply manufacturers and also set a 
date for the meeting at which the association was to be organ- 
ized. The enthusiasm with which the movement was taken 
up was well illustrated by the attendance at this meeting. 

In his opening remarks, O. H. Cutler, President American 
Brake Shoe & Foundry Co., New York, said: “Your com- 
mittee has been very much pleased at the unanimous approval 
given to the proposition indicated in the first letter sent out 
by the railroad supply interests of the country. Up to date, 
106 favorable responses have been received to the circular 
announcement and 74 representatives have given assurance 
that they would be present here to-day. I may say that we 
have no preconceived ideas as to the lines on which the asso- 
ciation shall be organized or shall be operated. We have 
provided nothing beyond temporary organization, and when 
this is put into effect the whole matter will be put into 
your hands.” 

George A. Post, President, Standard Coupler Co., New York, 
was then introduced and made a very able and enthusiastic 
address, summing up the entire situation and showing the 
necessity for such an organization as was proposed. Colonel 
H. G. Prout, Vice-President and General Manager, Union 
Switch & Signal Co., followed Mr. Post’s remarks in a very 
able manner. (The addresses of Mr. Post and Colonel Prout 
were printed in the Railroad Age Gazette of October 2, as was 
4 list of the names of the manufacturers who had signified 
their intention of belonging to the association). He closed 
his remarks with the following resolution: 

“That it is the sense of this meeting that there should be 
organized an association for the general purpose of conserv- 
ing the interests of the railroads of our country and the 
interests also of the members of the association which are 
eminently connected with those of the railways. 

“That said association shall be composed of such corpora- 
tions, firms and individuals, doing business as manufacturers 
of railroad materials and equipment, contractors of railroad 
constructions and dealers in miscellaneous railroad supplies, 
as may desire to be enrolled as members thereof; 

“That the Chairman is hereby authorized to appoint a com- 
mittee of fifteen to report to this meeting for its considera- 
tion a plan of organization for such an association, to recom- 
mend the names of suitable persons for officers of the same, 
together with such other recommendations as to said meeting 
may appear necessary and desirable.” 

In the general remarks which followed, T. A. Griffin, Presi- 
dent Griffin Wheel Co., Chicago, said: “Investments in 


railroads have averaged many millions of dollars for 
extensions per year. I do not think there is an _ enter- 
prise in the country where the capitalization based on 


the value of land and the value of property they own 
is so little as that of the railroads. The general public 


must be educated to realize how important it is that the rail- 
roads should be supported and sustained and how vitally 
essential it is to business life that there should be a return 
to a fair-minded confidence in the railroad companies.” 


Gen. 
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Charles Miller, President, Galena Signal Oil Co., Franklin, 
Pa., said in part: “The banks of New York are full of 
money. You can borrow money provided you have acceptable 
security, at 11%4 to 2 per cent., so I am informed, and yet the 
railroads have had to give notes at 6, 7 and 8 per cent. for 
money to make necessary improvements. Wnen you restore 
confidence in American railroad securities you will find the 
railroads giving orders for all the supplies necessary.” A. H. 
Mulliken, President, Pettibone-Mulliken Co., Chicago, said: 
“We can do more good in the next six months than we will 
in the next two years, not but that this organization is to be 
a permanent one, but now that the iron is hot we must get to 
work.” Chas. A. Moore, president, Manning, Maxwell & Moore, 
Inc., said in part: “There is great efficiency in publicity that 
deals with the facts and truth and not with statistics and 
generalities in a careless manner. * * * I only arose to 
speak on the fear of getting into politics. There are no 
politics in it. There was no dream or thought of such and 
the occasion was not chosen because of any political situation. 
This is a situation that has to be attended to when it needs 
attention, and we think the time is at hand.” 

The following committee on organization was then ap- 
pointed: ‘Col. H.C. Prout; ichairman; ©. Cutler, TA. 
Griffin, D. C. Noble, M. P. Fenner, E. S. S. Keith, H. H. West- 
inghouse, W. H. Woodin, O. P. Letchworth, E. B. Leigh, H. 
H. Mulliken, Chas. A. Moore, W. H. Marshall, W. G. Pearce 
and J. H. Schwacke. Just following the adjournment of the 
general meeting, this committee of fifteen drew up a con- 
stitution and set of by-laws and nominated the following offi- 
cers for a permanent association: 


President. 
George A. Post, President Standard Coupler Co. 
Vice-Presidents. 
H. H. Westinghouse, Vice-President Westinghouse Air 
Brake Co. 
O. H. Cutler, President American Brake Shoe & Foundry Co. 
W. H. Marshall, President American Locomotive Co. 
E. S. S. Keith, President Keith Car & Manufacturing Co. 
O. P. Letchworth, President Pratt & Letchworth Co. 
A. H. Mulliken, President Pettibone-Mulliken Co. 
Treasurer. 
Chas. A. Moore, President Manning, Maxwell & Moore, Inc. 


The general afternoon meeting adjourned to convene again 
in the evening, after the committee of fifteen should have 
decided upon the constitution, by-laws, officers etc. The 
evening session was called to order by Col. Prout, chairman 
of the committee of fifteen. Following the election of the 
ticket as suggested by the committee, Mr. Post assumed the 
responsibilities of the presidency of the newly-formed Rail- 
way Business Association. As provided in the constitution, 
the following executive members were appointed: 

W. G. Pearce, Vice-President Griffin Wheel Co. 

W. V. Kelley, President American Steel Foundries. 

Col. H. G. Prout, Vice-President Union Switch & Signal Co. 

J. S. Coffin, President Franklin Railway Supply Co. 

N. Paul Fenner, Jr., President American Valve & Meter Co. 

E. L. Adreon, Vice-President American Brake Co. 

J. H. Schwacke, Manager and Secretary William Sellers Co. 

A. M. Kittredge, Vice-President Barney & Smith Car Co. 

John F. Dickson, President Dickson Car Wheel Co. 


Good evidence of substantial support and determination in 
achieving results through such an association was evidenced 
during the meeting on mention of the financial considerations. 
The initiation fee was fixed at $100 and the annual dues at 
$100. The general executive committee appointed met on 
October 2, when they were the guests at luncheon of Chas A. 
Moore. This committee mapped out the plan and scope of 
the work. The present efforts are to be directed towards en- 
listing, as members in the association, as many as possible 
of the manufacturers of railroad material and equipment, 
contractors in railroad construction and dealers in miscel- 
laneous railroad supplies. In addition to the list of names 
previously mentioned as those who had expressed their inten- 
tion of being members of the association, are the following: 
American Brake Co., St. Louis, Mo.; Central Railway Signal 
Co., Fostoria, Ohio; Keith Car & Manufacturing Co., Saga- 
more, Mass.; Monarch Steel Casting Co., Detroit, Mich., and 
E. L. Post & Co., New York. 
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Mallory Line Steamship Brazos. 





The new twin-screw steamship Brazos of the Mallory Line 
started on her first trip from New York to Galveston last 
Saturday, October 3. Although her required speed is only 16 
knots she passed Hatteras in 19 hours after leaving Sandy 
Hook, breaking previous coastwise records. Her average 
speed for this distance in this run was over 17 knots per 
hour. The Brazos was built by the Newport News Shipbuild- 
ing Co., Newport News, Va., at a cost of $1,000,000, and was 
launched last June. The naval architect was T. E. Ferris, of 
Cary, Smith & Ferris, New York. She is 418 ft. long, over 
all, and 400 ft. long between perpendiculars. Her greatest 
beam, moulded, is 54 ft. She is 38 ft. deep from the hurricane 
deck, and her loaded draft is 24 ft. with a displacement of 
9,800 tons, exclusive of coal, water and stores. Her net cargo 
space is 330,000 cu. ft., which is the space occupied by 12,000 
bales of cotton, and her dead weight freight-carrying capacity 
is thus equivalent to 6,000 tons. The engines, which develop 
8,000 h.p. are reciprocating, each unit being a four-cylinder, 
quadruple, four-crank engine. The engine foundations are 
particularly heavy, and to this fact, partly, is ascribed the 
absence of vibration. The cylinder diameters. are, respect- 
ively, 23 in., 3314 in., 48% in. and 70 in. Steam is supplied, 

















Steamship Brazos; Mallory Line. 


at a working pressure of 215 lbs. per sq. in. from eight Scotch 
boilers with 24 furnaces. 

The Brazos carries 104 first-class and 102 third-class pas- 
sengers. The first-class staterooms are all outside deck- 
rooms, some having two berths and others double brass beds. 
There are also several suites and parlor rooms with private 
baths. The first-class state-rooms are on the saloon deck and 
promenade deck. The dining saloon is forward on the former 
deck, and the smoking room aft on the promenade deck. 
Writing rooms, etc., are on both of these decks. The steerage 
quarters are well aft on both decks. The latter accommoda- 
tions are novel in that they are divided into state-rooms, witl 
three berths each, instead of consisting of only one large com- 
partment. The hatches and ports are large and numerous so 
as to’ handle freight quickly. The vessel is equipped with 
wireless telegraph. The direct service between New York 
and Galveston will hereafter be handled by three Mallory 
Line boats, the San Jacinto and the Denver being the other 
two. A semi-weekly schedule is being maintained between 
the two ports. 





’Frisco Trackage Rights Into New Orleans. 





The Iliinois Central, which has given, in the past, trackage 
rights into New Orleans to both the Colorado Southern, New 
Orleans & Pacific and the St. Louis & San Francisco, now 
claims that the St. Louis & San Francisco, which has leased 
the C. S., N. O. & P., is attempting to get all its trains— 
both C. S., N. O. & P. and Frisco—into New Orleans under 
the contract made by the C. S., N. O. & P., and in this way 
to escape from its own agreement to give certain privileges 
to the Illinois Central in return for the trackage rights. The 
Illinois Central now refuses to accept trains at Baton Rouge, 
La., unless they are designated as St. Louis & San Francisco 
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trains, it being argued that it is necessary to thus establish 
the fact that the St. Louis & San Francisco, as well as the 
Cc. Ss. N. O. & P., is using trackage rights granted by the 
Illinois Central. 





The Sherman Law and Foreign Commerce. 

The United States Circuit Court of Appeals has handed 
down a decision in the case of the Thomsen Steamship Co. 
et al., vs. Union Castle Mail Steamship Co., the Prince Line, 
the American & African Steamship Line, et al., reversing the 
decision of Judge Hough in the United States district court, 
and ordering a new trial. The plaintiffs brought action under 
the Sherman statute alleging that the Union Castle Mail 
Steamship Co., and the other defendants—called the South 
African shipping ring—gave rebates to so-called “loyal ship- 
pers.” The defendants charged a certain price for shipments 
of merchandise to South Africa, and then returned a certain 
per cent. of this price on condition that the shipper did busi- 
ness with no lines outside of the “ring.” The district court 
held that the Sherman law did not apply in cases where the 
combination in restraint of trade was formed outside of the 
United States. This decision is overruled by the circuit ccurt, 
and the case now goes to trial on its merits. The circuit 
court holds that if the combination in restraint of trade 
affects American foreign commerce, it properly comes under 
the provisions of the Sherman law. 


Craffic News. 


The Chicago, Milwaukee & St. Paul now runs regular pas- 
senger trains to and from Butte, Mont. 


A meeting of the Southwestern Passenger Bureau will be 
held in St. Louis on October 14, at which a proposition to 
discontinue carrying merchandise or sample cases a3 baggage 
will be considered. 


The chairman of the Uniform Classification Committee is 
F. S. Holbrook, who was general freight agent of the New 
York, New Haven & Hartford. The office of the committee is 
in Room 1008, Merchants’ Loan & Trust Building, Chicago. 


In a special report by the president of the Canadian Pacific, 
he said that during the last six years the company had spent 
$37,000,000 for locomotives and cars, and yet during the next 
six weeks there would hardly be enough cars to handle the 
business offered. 


The Oregon Short Line during the season of 1908 carried 
6,002 passengers through the western entrance of Yellowstone 
Park. The total number of persons using the western entrance 
in 1907 was 2,540, so that the increase in 1908 over 1907 was 
3,462 passengers. 


The Wells-Fargo Express announces that it will apply to 
the courts for an injunction against the order of the Inter- 
state Commerce Commission fixing rates for the transporta- 
tion of express matter in consolidated shipments from San 
Francisco to New York. 


The Austin correspondent of the Houston (Tex.) Post 
states upon the highest authority, that of the executive him- 
self, that Governor Campbell, of Texas, will recommend to 
the legisiature of that state the passage of a law reducing 
passenger fares throughout the state from 3 to 2% cents a 
mile. 


The Canadian Pacific has filed with the Interstate Commerce 
Commission tariffs from eastern United States points show- 
ing rates on cotton piece goods to points in Asia, with the 
rates for railroad and ocean carriage separated. This would 
seem to indicate that the Canadian Pacific intends to secure 
some of the traffic which the trans-continental roads of the 
United States have given up, because they do not wish to 
publish tariffs showing the separate proportions of ‘the 
through rates. 


By the compromise which is the basis of the new arrange- 
ment between the New York, New Haven & Hartford and 
its western connections, in regard to freight to and from 
points west of New York City, coal eastward and miscellaneous 
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freight westward will be sent by way of the Poughkeepsie 
bridge; while other miscellaneous business will be transferred 
across New York harbor. It is estimated that by this arrange- 
ment 60 per cent. of the New England traffic originating on 
the Central of New Jersey and the Reading will go by way 
of Poughkeepsie. 


The Interstate Commerce Commission has informed the mer- 
chants of Augusta, Ga., that it cannot suspend the tariffs 
under which demurrage has to be paid on freight cars in 
that city. The commission had been requested to relieve 
the people of Augusta from this burden on account of the 
great flood which occurred there recently. Commissioner 
Clements, who writes the letter, says that possibly some re- 
lief might be granted on complete and full hearing, as in the 
case of rates claimed to be unreasonable or unjust. 


The Queen & Crescent Despatch is a new fast freight line 
operating over the Cincinnati, New Orleans & Texas Pacific, 
the Alabama & Vicksburg, the Alabama Great Southern, the 
New Orleans & Northeastern, the Vicksburg, Shreveport & Pa- 
cific, and the St. Louis-Louisville lines of the Southern. 
Its service began on October 1. The line solicits freight be- 
tween Cincinnati and Louisville, and points north and east 
thereof, including Chicago and St. Louis, and New Orleans, 
Shreveport, Vicksburg, Jackson, and other points in Louisiana, 
Mississippi, Texas, Arizona, New Mexico, Old Mexico, Cuba and 
the West Indies. The officers of this line were mentioned in 
the Railroad Age Gazette, October 2, page 1074. 


The Northern Pacific, the Great Northern and the Union 
Pacific brought suit in the federal court at St. Paul October 1 
to test the legality of the orders of the Interstate Commerce 
Commission in the Northwestern lumber rate cases. The 
cases are Pacific Coast Lumber Manufacturers’ Association 
et al. v. Northern Pacific; Oregon & Washington Lumber 
Manufacturers’ Association et al. v. Union Pacific et al., and 
allied cases, involving rates from the Northwest to western 
and central] territory. The roads attack the findings of the 
Commission upon the ground that the rates which the roads 
put into effect on November 1, 1907, were not shown to be 
unreasonably high and that the rates fixed by the Commis- 
sion are not reasonably compensatory. (See Railroad Age 
Gazette, July 17, 1908, p. 509, and July 31, p. 640.) 


The Interstate Commerce Commission gave a hearing at 
St. Louis last week on the complaint of the Railroad Commis- 
sion of Texas against the advance in interstate freight rates 
to Texas points. The Chicago Association of Commerce, the 
Traffic Bureau of the Merchants’ Exchange of St. Louis, the 
Fort Worth Freight Bureau and other commercial bodies put 
witnesses on the stand to give reason why higher freight rates 
should not be charged. H. C. Barlow, executive director of 
the Chicago Association of Commerce, said that an advance 
would fall upon the manufacturers and merchants, as it would 
be impossible to transfer it to consumers. He said that the 
earnings of the Texas roads were better in the year ended 
June 30, 1908, than they were in the year ended June 30, 1903, 
and that since 1887 rates from Chicago to Texas points have 
heen steadily advanced, while rates to other points have been 
reduced. He said that unless rates were maintained on a fair 
and even basis, industrial centers in the middle west would be 
unable to continue to do business in Texas. F. A. Leland, 
chairman of the Southwestern Traffic Committee, was one of 
the principal witnesses for the railroads. He said the rates 
were advanced to enable the roads to meet their operating ex- 
penses, pay reasonable profits and improve their facilities. C. 
C. Haile, vice-president and traffic manager of the Missouri, 
Kansas & Texas, in testifying, said that rates; would probably 
be advanced on all lines in the West. An increase in the rates, 
he said, was necessary to save the roads from bankruptcy. 


Fifty-five railroads filed petitions in the United States Cir- 
cuit Court at St. Louis on September 29 for injunctions to 
restrain the Interstate Commerce Commission from enforc- 
ing its order requiring freight rates on live stock to be re- 
duced from Texas, Oklahoma, New Mexico and Kansas to 
Chicago, Kansas City, Omaha, St. Joseph, St. Louis and New 
Orleans, and from the states mentioned to points in Colorado, 
Utah, Wyoming and Montana. The order of the Commission 
in this case, which was one of the cases brought by the 
Texas Caitle Raisers’ Association against the western and 
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southwestern roads, will go into effect on October 15 unless 
the interlocutory order sought is issued. The railroads allege 
in their petitions that the rates fixed by the Commission 
are confiscatory and will cause them a loss of over $1,000,000 
annually. It is declared that the cattle rates charged in 
earlier years from the southwestern states were unreason- 
ably low owing to peculiar competitive conditions then exist- 
ing. The rates charged even now, it is asserted, are insuf- 
ficient to contribute in due proportion to the cost of trans- 
portation. Damage claims alone on cattle for a period of 
four years absorbed 4.11 per cent. of the gross receipts on 
live stock. The petition also refers to the Commission’s order 
for a reduction from $2 to $1 of the terminal charge for 
switching live stock at Chicago. The roads complain that 
in the face of a temporary order issued by the federal court 
for the district of Minnesota on June 30, 1908, restraining 
the Commission from lowering the terminal charge, the Com- 
mission on August 28, 1908, issued an order reducing it. 





Condition of the Cotton Crop. 





The crop reporting board of the United States department 
of agriculture finds that the average condition of the cotton 
crop on September 25 was 69.7 per cent. of a normal, as com- 
pared with 76.1 on August 25, 1908; 67.7 on September 25, 
1907; 71.6 on September 25, 1906, and 67.6 the average of the 
past ten years on September 25. Comparisons by states are 
shown in the accompanying table: 


———Per cent.—-—————-__, 
Per cent. 

of U.S. -—Condition—, 10-year average—, 
States. acreage in Sept. 25.~ Aug. 25, Aug. Sept. Yield 

states. 1908. 1907. 1908. 25. 25. per acre 

United States ..... 100 69.7 67.7 76.1 73.9 67.6 190 lbs. 
WADING, <isss esc s ae 78 76 87 81 76 183 
North Carolina .... 5 69 76 80 rie 71 209 
South Carolina .... 8 68 y HG 76 76 70 192 
GROEPIR: 5 oles cco ccna a a 76 UC 76 Tl 16 
PONOPIGD: 5 6050 wisiece1 <0 1 72 69 80 717 70 122 
AVA DAIMA: 66.500.0.0:0% 6 a Rg 70 68 ag 74 68 167 
Missisxippl ......- <>< 10 70 69 79 77 68 209 
BOWISIGNE: .6.i5:<i05 0103 5 55 65 63 15 68 241 
ROR.” /s.6) ois staves oe 30 71 60 15 69 63 178 
BORAUEAS)  sicisree 6's 6 70 65 83 74 68 213 
TENNESSEE 666005060 Z 78 76 88 $2 74 190 
MEISROUTL | 65 <.6:5:0)5005:0 3 70 y 4 90 81 76 258 
Oklahoma 7 70 65 70 7 70 2388 





Federal Court Sustains Rate Making Power of Interstate 
Commerce Commission. 





At San Francisco Sept. 30, the United States Circuit Court 
sustained the demurrer entered by the Interstate Commerce 
Commission to the Southern Pacific’s application for an in- 
junction to prevent the enforcement of the commission's 
freight rate on lumber from the Willamette Valley to San 
Francisco. This decision upholds the constitutionality of the 
Interstate Commerce act in that it sustains the right of the 
commission to fix rates for the future and protects the com- 
mission from a judicial review of its action unless a com- 
plaining carrier makes allegations which go beyond the charge 
that a rate is unjust or unreasonable. 

The rate in question, on rough green lumber was formerly 
$3.10. On Nov. 1, 1907, the roads advanced it to $5. The 
commission ordered it reduced to $3.40. The court sustained 
the demurrer on the ground that the railroad’s bill did not 
allege any fraud or any misconception of law in the Commis- 
sion’s action in reducing the rate, and that the allegations 
of the bill as to the unreasonableness of the Commission's 
rate were too generai, in view of the fact that the opinion 
of the Commission was filed with the bill and contained state- 
ments of fact which the court regarded as calling for a 
greater particularity of statement in the bill. The Southern 
Pacific filed an amended bill setting forth the facts in greater 
detai] and charging that the Commission had misconceived 
the law in assuming the power to compel a railroad to meet 
water competition and to force the carrier to accept an un- 
reasonably low rate because it had put such rate into effect 
years before for the purpose of developing the lumber in- 
dustry in the Willamette valley. The railroad company fur- 
ther contended that it was entitled to a judicial review of 
the action of the Commission by the plain language of the 
law itself, and that unless such judicial review be accorded 
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to the company it will be deprived of a judicial examination 
into the reasonableness of charges for services. 

Interstate Commerce Commissioner Lane is quoted as offer- 
ing the following comment on this decision: “The commis- 
sion, after a full hearing, made an order reducing the rate 
on rough lumber from the Willamette valley to San Fran- 
cisco. The Southern Pacific asked for an injunction. The 
court has refused to grant such an injunction, and in so doing 
has specifically upheld the constitutional power of the com- 
mission to make an order establishing rates, and has declared 
it to be the Jaw that a Court of Equity will not set aside an 
order of this commission establishing a rate, excepting where 
it can be alleged and proved that such an order is in con- 
travention of the constitutional rights of the carrier. 

“The theory of the court is, as I judge from the incom- 
plete reports which I have seen, that the discretion vested 
in the commission as to what a reasonable rate shall be, 
will not be interfered with by the courts, excepting where 
it can be clearly shown that the commission has acted ar- 
bitrarily or has in effect confiscated the property of the 
carrier. The courts will not set up their judgment as against 
that of an administrative body in which has been reposed 
the exercise of a legal discretion. This is not new law, it 
is the enunciation and application of a very well known and 
old established principle. One of the latest and clearest ex- 
pressions of this doctrine is to be found in what is known as 
the Tift lumber case recently decided in favor of the com- 
mission by the Supreme Court of the United States, the opin- 
ion being written by Justice McKenna. 

“The Circuit Court of Appeals for the ninth judicial cir- 
cuit is composed of Judges Ross, Gilbert and Morrow, and is 
regarded as one of the most conservative of our Federal 
Courts.” * * * 








Equipment and Supplies, 


: LOCOMOTIVE BUILDING. 


The State Railways ef Rowmania are asking bids in the 
United States for 21 locomotives. 

The Chicago River & Indiana has ordered two locomotives 
from the American Locomotive Co. 

Galbon & Co., Havana, Cuba, have ordered one locomotive 
from the Baldwin Locomotive Works. 

The Michigan Central has ordered one compound locomotive 
from the Baldwin Locomotive Works. 


The Ozark Land & Lumber Co., Winona, Mo., has ordered 
one locomotive from the Baldwin Locomotive Works. 


The Italian State Railways have ordered 36 locomotives: 


from Gio. Ansaldo Armstrong & Co., Sampierdarena, Italy. 
The Green Bay & Western has ordered one consolidation 
locomotive from the Schenectady works of the American Loco- 
motive Co. 
The Denver & Rio Grande has ordered five locomotives from 


the American Locomotive Co. This order is in addition to 
the 25 reported in the Railroad Age Gazette of September 25. 





CAR BUILDING. 





The Pennsylwania is asking prices on 44 steel coaches and 
a number of postal cars. 

The Illinois Tunnel Co., Chicago, has ordered 750 steel tram 
cars from the Bettendorf Axle Co. 

The Harriman Lines have ordered 200 steel and 20 wooden 
passenger cars from the Pullman Co. 

The Chicago & Alton has ordered 1,000 additional 50-ton 
steel coal cars from the Standard Steel Car Co. 


The Washington Water Power Co., Spokane, Wash., is asking 
prices on 20 city and seven closed interurban cars. 

The Missouri & Kansas Interurban has ordered three combi- 
nation passenger and smoking interurban cars from the Amer- 
ican Car Co. 
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The Marcellus & Otisco Lake is considering the use of gaso- 
lene motor cars for passenger and postal service. 


The Dennison & Sherman is said to be in the market for 
four electric cars. This item is not yet confirmed. 


The Fort Scott Gas & Electric Co. is said to be in the market 
for one electric car. This item is not yet confirmed. 


The Union Traction Co. of Kansas has ordered one electric 
car from the American Car Co. for November delivery. 


The Booth-Kelly Lumber Co., Eugene, Ore., is in the market 
for 25 forty-ton logging cars. The bids are being received 
by E. R. & R. G. Hutchins, Great Northern building, Chicago. 


The City of Edmonton, Alberta, Can., as reported in the 
Railroad Age Gazette of August 28, has ordered seven semi- 
convertible electric cars from the Ottawa Car Co., Ltd. These 
cars will have a seating capacity of 40 passengers. The 
bodies will weigh 20,000 lbs. The cars will be 27 ft. 4 in. 
long, 7 ft. 4 in. wide and § ft. 2 in. high, inside measure- 
ments, and 39 ft. long, 8 ft. 2 in. wide and 11 ft. 4 in. high, 
over all. The bodies will be of wood and the underframes 


of wood and steel. 


The Columbia & Puget Sound, as reported in the Railroad 
Age Gazette of September 25, has ordered three passenger 
coaches and one combination baggage and passenger car from 
Harlan & Hollingsworth. These cars will be 55 ft. 2 in. long, 
inside measurements, and 56 ft. long, 9 ft. 8 in. wide and 
13 ft. 94% in. wide, over all. The bodies and underframes will 
be of wood. The special equipment will include: 
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IRON AND STEEL. 





The Southern Pine Joint Co., Courtiche, India, has ordered 
9,000 tons of 80-Ib. rails from the Dominion Steel & Iron Co., 
Sydney, Nova Scotia. 

The Grand Trunk Pacific has ordered 28,695 tons of rails 
from the Dominion Iron & Steel Co., and 15,752 tons from 
the Algoma Steel Co. 





RAILROAD STRUCTURES. 

CINCINNATI, OnTO.—Bids will be received by the Cincinnati 
Southern until October 12 for the construction of the super- 
structure of a viaduct for its terminal track from Eighth 
street and McLean avenue to Third and Front streets. (June 
28, p. 948.) 

Epmonton, Atp.—The Grand Trunk Pacific and Canadian 
Northern will jointly put up a union passenger station here. 


GRIDER, TeEx.-~The Estacado & Gulf shops are to be located 
here. See this company under Railroad Construction. 


Nortu Bay, Ontr.—The Canadian Pacific roundhouse at this 
place and two locomotives were recently destroyed by tire. 


SEATTLE, WASH.—The Northern Pacific has submitted plans 
to the Board of Public Works of Seattle for an overhead steel 
crossing over the company’s switch yards at Holgate street. 





SUPPLY TRADE NOTES. 





Louis M. Henoch, Secretary of Joseph T. Ryerson & Son, 
Chicago, has resigned. Mr. Henoch has been with this com- 
pany since 1888, serving in recent years as General Sales Man- 
ager and Secretary, in charge of sales, purchases and opera- 
tion. 
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C. R. Robinson, heretofore Sales Agent for the Inland Steel 
Company, Chicago, has resigned to become District Sales 
Agent of the Lackawanna Steel Co., New York, with offices 
in the Commercial National Bank building, Chicago, rooms 
1726-1728. 

The American Car & Equipment Co., Chicago, has received 
several orders from trunk line railroads for repairing and 
rebuilding freight cars. The shops of the company at Chi- 
cago Heights will be kept very busy for some time in ful- 
filling these contracts. 


F. A. Barbey, New England Agent of Thomas Prosser & 
Son, New York, the Rostand Manufacturing Co., Milford, 
Conn., and the Frost Railway Supply Co., Detroit, Mich., and 
a number of other railroad supply houses, has moved his of- 
fice from 185 Summer street to Room No. 230 South Terminal 
Station, Boston. 


The Isthmian Canal Commission, General Purchasing Officer, 
Washington, D. C., asks bids (Circular No. 472) up to October 
26 on a piston pump, plate straightening machine, 214-k.w. 
generating units, miscellaneous electric apparatus, pig iron, 
babbitt metal, brass, copper, tubing, chain, cable, wire, belt- 
ing, hammers, saws, drills and other tools, ball bearings, 
screws, paint, varnish, various chemicals, ties and other 
lumber. 


The Bucyrus Co., South Milwaukee, Wis., has just com- 
pleted three large dredges for the Stewart-Kerbaugh-Shanley 
Co., for use on that company’s New York state barge canal 
contract at Brewerton. There are two elevator dredges, with 
belt conveyor systems for spoil disposal, and one hydraulic 
dredge. Contracts have also been received from the Empire 
Engineering Co., Berlin, . . Y., for two more elevator dredges, 
with a series of belt conveyors for spoil disposal, to be used 
on its new contracts on the barge canal. 


The Cement Products Exhibition Co., Commercial Bank 
building, Chicago, is now completing arrangements for the 
second annual cement show to be held in-Chicago from Feb- 
ruary 18 to 24. Diagrams have been prepared showing the 
division of space and are being distributed among prospective 
exhibitors. The company has received a large number of 
applications for space, and it is expected that two-thirds of 
the 250 exhibits that can be accommodated will be provided 
for on the first allotment. C. H. Wood is Secretary. 


H. F. Glenn, Consulting Engineer of the Eastern division 
of the American Car & Foundry Co., New York, died at his 
home in Berwick, Pa., on September 11. He was born at 
Holmesburg in 1848, and educated in the Central High School 
of Philadelphia. In 1870 he entered the employ of the Jack- 
son & Woodin Car Manufacturing Co. at Berwick, Pa., and 
held successively the positions of clerk, Superintendent of 
Rolling Mill, Treasurer, Secretary, General Superintendent and 
General Manager. Upon the formation of the American Car 
& Foundry Co. in 1899, he became Assistant District Manager 
of the Berwick plant, and later was made Consulting Engineer. 


Robert J. Gross, Vice-President in charge of the domestic 
and foreign sales of the American Locomotive Company, New 
York, has resigned, to devote his time to other interests. 
Mr. Gross is President of the U. S. Radiator Co., Dunkirk, 
N. Y., President of the Merchants’ National Bank of the same 
place, and Chairman of the Board of the American Lux Light 
Co.. the main office of which is in Stockholm, Sweden. Mr. 
Gross is also identified with other enterprises. He will 
remain with the American Locomotive Co. as a_ Direc- 
tor. Mr. Gross was born in Brighton, Canada, in 1850. As 
a lad he was a telegrapher, and at the age of 19 was a train 
despatcher on the Erie in Buffalo and Dunkirk. Four years 
later he became Chief Train Despatcher of the Denver & 
Rio Grande at Pueblo, Colo., and was later made Superin- 
tendent of Transportation, holding that position until 1881, 
when he returned to the Erie. The year following, Mr. Gross 
was made assistant to Horatio G. Brooks, founder of the 
Brooks Locomotive Works, and in 1892 he was elected Vice- 
President, in which capacity he served until 1901. When the 
American Locomotive Co. was formed, June, 1201, Mr. Gross 
was elected Second Vice-President, with office at Dunkirk. In 
February, 1906, he was elected to the position he has just re- 
signed. 


RAILROAD AGE GAZETTE. 1115 


TRADE PUBLICATIONS. 





Boiler Tubes.—-A catalogue of the Parkesburg Iron Co., 
Parkesburg, Pa., contains useful information regarding char- 
coal iron skelp and boiler tubes. 


Expanded Metal._-Northwestern expanded metal is the sub- 
ject of a small pamphlet just issued by the Northwestern 
Expanded Metal Co., Chicago, giving the uses of the material, 
its construction, standard sizes and formulae for reinforced 
concrete design. 


Cranes.—A leaflet of the Sprague Electric Co., New York, 
contains several illustrations of hoists, grab buckets and 
monorail cranes, also an illustration of an installation of a 
zrab bucket monorail crane for use in handling coal and ashes 
at a power station. 

Motors.—Bulletin No. 59 of the Northern Electrical Manu- 
facturing Co., Madisen, Wis., contains an interesting and val- 
uable description of Northern type S motors. Several half- 
tone cuts are included, also line cuts showing the direction 
and distribution of the lines of force in these machines. 


Graphite.—The October number of this pamphlet, published 
by the Joseph Dixon Crucible Co., Jersey City, N. J., contains 
chapter VI. of the series by W. H. Wakeman on “Preventing 
Corrosion of Steam Machinery,” also chapter II. of an article 
by Dudley A. Johnson on “Prolonging the Life of Crucibles.” 


Bearings.—The Hill Clutch Co., Cleveland, Ohio, has issued 
a catalogue devoted to the bearings which it manufactures for 
power transmission, elevating, conveying and cement ma- 
chinery. The publication is well illustrated with half-tone 
views and detailed drawings and contains several tables of 
dimensions and price lists. 


Steel Lockers.—The Durand Steel Locker Co., Chicago and 
New York, has issued an attractive catalogue illustrating and 
describing the Durand steel lockers. Illustrations show the 
various types manufactured and their adaptability to special 
requirements.: -The locking devices and invisible hinges are 
given considerable attention. 


Thermit.—The Goldschmidt Thermit Co., New York, has 
just issued its periodical Reactions, for the third quarter of 
1908. This issue, which is the third since the publication 
was started last spring, contains several interesting articles 
on welding by this method, while a large number of half- 
tones plainly illustrate the many uses to which thermit may 


be put. 


Electrification —Muralt & Co., Consulting Engineers, New 
York, have issued the 12th number of their monthly publica- 
tion, Electric Trunk Line Age. This eight-page journal covers 
only the electrification of trunk line roads. It usually has 
several articles, often illustrated, dealing with particular elec- 
trifications proposed or carried out. The latest issue contains 
the last of a series of articles embodying an actual report on 
the proposed electrification of a mountain division of a trunk 
line, and also shorter articles on allied subjects. 


Trucks.—Pamphlet No. 10,032, just issued by the American 
Locomotive Co., New York, illustrates and describes different 
designs and types of electric locomotive motor and trailer 
trucks, and motor trucks for interurban and street railways. 
These trucks are made by the American Locomotive Co. for 
all classes of service. Several pages in the pamphlet are de- 
voted to specialties used, among which are the semi-steel elec- 
tric truck journal boxes and the center and side bearings 
made by the T. H. Symington Co., Chicago, and the malleable 
electric truck journal boxes made by McCord & Co., New York. 
The pamphlet also gives a large amount of useful data on 
electric railway equipment, which makes it valuable as a book 
of reference. 


Scherzer Rolling Lift Bridges.——The third edition of this 
publication of the Scherzer Rolling Lift Bridge Co., Chicago, 
just issued, is revised and enlarged. Following 60 pages of 
type matier setting forth the advantages of this type of bridge, 
comparisons with other kinds of drawbridges, testimonials re- 
garding Scherzer bridges in service and a partial list of such 
bridges in cperation or under construction in various parts 
ef the world, there is an album of views of a large number 
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of these installations. Many of the bridges shown have been 
described in these columns. In the back of the volume are 
folded sheets of drawings of Scherzer bridges in operation or 
vnder construction as movable spans in bridges crossing wide 
navigable waterways. 


Railway, Mili and Mining Supplies.—The Consolidated Sup- 
ply Co., Manhattan building, Chicago, has issued a new loose 
leaf catalogue, No. 15, which illustrates and describes the 
supplies which it handles. Particular attention is called to 
the Consolidated paten.ved metal car roof which has been 
under tests for the past five years and was just recently 
placed on the market. A new malleable tie plate, on which 
a patent is pending, is also handled by this company. Other 
features of the publication include descriptions of Monarch 
couplers for locomotives and cars, Reading multiple gear 
chain hoists, and Northern fire extinguishers. Announcement 
is made that the company is in a position to quote low prices 
on boiler and tank work, bar iron, castings, rubber goods, 
etc. The catalogue will be sent by the company on request. 





New Experimental Motor Car. 





The Tabor & Northern Railway, which runs from Tabor, 
Iowa, northeast to Malvern, 11 miles, has for the past four 
or five years been experimenting with gasolene motor pas- 
senger cars. An officer writes that a light passenger car 
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greatly to exceed what is directly attributable to the influence 
of the new law. It is said that nearly 2,000 patents are now 
within the scope of the law, and if these were all manufac- 
tured in England, 30,000 to 40,000 people would be given em- 
ployment. 

The law became operative August 28, 1908. Thirty foreign 
firms had then completed arrangements to open factories in 
Great Britain. Among them are a number of American firms. 
Many firms in the United States and in Germany have nego- 
tiations for factories or sites under way. 





Reinforced Concrete Stone Bins and Trestle. 





The city of Springfield, Mass., repairs its streets, which are 
paved largely with macadam, with its own forces and mate- 
rials. It has to buy and handle a large quantity of crushed 
stone. To facilitate storing this material and loading it to 
teams, the street department awarded a contract to the Turner 
Construction Co., New York, for the design and erection of a 
trestle and stone bins by the use of which broken stone could 
be dumped directly from the railroad cars into bins and, 
by gates in the bottom of the latter, transferred to teams 
which could drive under the trestle. The accompanying 
photograph shows the completed structure. 

The Boston & Albany has a connection with this trestle 
and runs bottom dump ballast cars out on the wooden trestle 
which is built on top of the concrete bins. The length of the 





Trestle and Stone Bins at Springfield. 


has now been completed which, it is hoped, will be satisfac- 
tory. The machine is on the road awaiting final tests before 
being put into regular service. The car consists of an ordi- 
nary 21-ft. street car body mounted on a single four-wheel 
truck which contains the motive power and transmission 
machinery, no space being taken up in the body except for 
the driver on the front platform. Power is supplied by a 
four-cylinder horizontal opposed gasolene motor, developing 
75 to 80 h.p. It is expected to have this car ready for service 
within two weeks. 





British Patent Law. 

Consul Frank W. Mahin, of Nottingham, England, reports 
that the representative of a British firm making a specialty 
of securing factories and factory sites for applicants is quoted 
to the effect that many applications have been received from 
foreigners because of the new law requiring articles patented 
in the United Kingdom to be manufactured in England. An 
important feature of the applications already made is that 
the manufacturers demand works much larger than are nec- 
essary to make the patented article, giving as the reason that 
they cannot run works in England on the patents alone, and 
therefore intend to make other goods which have hitherto 
been imported ready-made. Consequently, the volume of new 
manufacturing business brought to the country is expected 





concrete structure is 182 ft. The width is uniformly 15 ft. 
6 in. The wooden trestle which supports the railroad track 
rests on concrete bents consisting of two columns 20 in. 
square, connected with a girder 3 ft. deep and 14 in. wide, 
with a clear span of 12 ft. 2 in. Connecting each bent and 
forming the floor of the stone bins is a 12-in. reinforced con- 
crete slab. Extending above the top of this slab to a height 
of 4 ft. are two light retaining walls. 

The reinforcement used in this work consists of cold- 
twisted bars bent and fabricated according to the regular 
methods of the Turner Construction Co. The girders con- 
necting the concrete columns are reinforced with six 1-in. 
bars and twelve %-in. stirrups. The columns have four 1-in. 
bars banded together at 12 in. intervals, with 44-in. hoops. In 
addition, in the tops of the columns are four *%-in bars run- 
ning at an angle of about 30 deg. with the vertical axis of 
the column, and reinforcing the knee-braces, which show in 
the photograph. 

The footings vary somewhat in size, but in general are 8 ft. 
by 6 ft. and 16 in. thick, reinforced with a grillage of %-in. 
bars. The depth below the surface is in most cases 10 ft. The 
foundation conditions were unusually poor, the soil being soft 
muck in some places, and at one end of the trestle an old 
sewer had to be crossed. This was taken care of by a girder- 
footing spanning the sewer. The trestle has been in use now 
about six months without any defects showing. 

In constructing the trestle, the columns were filled first, 
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then the beams and floor slab cast together, and the retaining 
wall put on afterwards. The column reinforcement is bonded 
to the rest of the structure, to take care of the moving loads 
to which the structure is subjected, by reinforcing rods run- 
ning up into the retaining wall. 

For the form work, %-in. t. & g. North Carolina 
roofing was used for all panels. The column forms and girder 
bottom and sides were made out of 2-in spruce, dressed both 
sides. The column brackets and all supports under the slabs 
and girders were of 4-in. x 4-in. spruce. For spreaders and 
incidental bracing, 2-in. x 6-in. and 2-in. x 8-in. spruce was 
used. Wherever possible, 4-in. bolts were used on the wall 
forms and column brackets. 

The structure was completed in four weeks after the first 
excavation. The forms were removed two weeks after con- 
creting and the railroad trestle put in place within about a 
month. The first locomotive was run over the trestle five 
months after the concrete work was finished. The maximum 
capacity of the stone bins is about 570 cu. yds., or about 20 
carloads. The total cost of the work to the city was about 


$8,000. 





Sand Blast and Paint Spray. 





The accompanying illustration shows the Niagara paint 
spray, designed as a substitute for brushes in painting. It is 
claimed that any unskilled laborer, with a very little instruc- 
tion, can use this tool advantageously on any surface, either 





Niagara Paint Spray. 


wood, iron or steel and paint the surface as satisfactorily as 
could a skilled painter using a brush. The process of paint: 
ing with this spray is said to be a very quick one and the 
surface is covered thoroughly and evenly. It is possible to 
apply either a thick or thin coat, using either paint, oil, var- 
nish or preservatives. The regulator, seen in the illustration, 
provides for a certain flow and prevents any waste. No com- 
plicated apparatus is required. The pipe lines are attached to 
the tool as shown in the illustration, the suction pipe leading 
to a vessel containing the paint or other material. The %-in. 
suction hose should not be more than 5 ft. long. Paint is 
drawn up and sprayed out on the atomizer principle by air 
pressure at from 50 to 60 lbs. passing through the air line in 
the tool. By placing the hand over the nozzle of the tool, 
the paint in the receptacle is stirred by the action of the air 
backing down through the suction hose. This operation will 
also clean the tool, in which case it is necessary to remove 
the suction hose from the paint. 

This company also makes the Niagara sand blast, which is 
designed for removing foreign substances from metal work 
by the use of an air blast of from 80 to 90 Ibs. pressure. This 
tool is of special advantage in cleaning the sand from fresh 
castings in the foundry, for removing scale, rust or paint 
from any metal surface. Irregular surfaces are easily cleaned 
by the use of the sand blast, in which case it would be both 
difficult and expensive to clean them otherwise. The tool is 
Similar in design to the paint spray, except that the suction 
line is placed at right angles with the line of the blast and 
there is no regulating valve. Sand of 1%-in. screen is siphoned 
direct from the ground-pit, or receptacle. The device is fitted 
‘with 144-in. hose connections. The suction hose should not be 
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over 5 ft. long and light in weight, so that the tool can be held 
in one hand. Like the paint spray, this tool may be used by 
any unskilled laborer with a few minutes’ instruction and 
practice. 

These tools are now used by several large railroads, and 
also in steel plants, car shops, etc. They are made by the 
Niagara Device Co., Buffalo, N. Y. 





Grinding Machine. 





This machine, made by the Emmert Manufacturing Co., 
Waynesboro, Pa., is designed for miscellaneous small grinding 
jobs in machine shops and tool rooms, such as sharpening 














Emmert Face Grinding Machine. 


lathe and planer tools, or truing up the ends of small ma- 
chine parts. 

Straight edges or surfaces on tools and straight faces on 
the edges of work are easily obtained by using the face of 
the wheel rather than the periphery, if the face is straight 
and the wheel is of suitable character. Such a face is not 
always obtained nor is the dameter of the wheel kept true 
with emery wheel dresser. This machine has a work table 
in front of and extending along the edge of the wheel, so 
that both face and edge can be used for grinding. This table 
is in a guide carried by a transversely swinging arm, in the 
end of which is placed a longitudinally adjustable diamond. 
This diamond attachment for the truing table can be clamped 
or adjusted to prevent or allow a rocking movement. When 
the surface of the wheel becomes dull or untrue, the table is 
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moved so as to carry the diamond across the face of the 
wheel, giving the latter a true and good cutting surface. 

The table is also adjustable longitudinally in the guide and 
is provided with a tapped hole to receive the diamond holder. 
The table guide is pivoted in the diamond carrying arm and 
can be set and clamped at any angle up to 45 deg. with the 
face of the wheel. An adjustable squaring device or pro- 
tractor is attached to the table, which may be set from 45 deg. 
to 90 deg. with the surface of the wheel. The diamond holder 
may be quickly transferred from one of the machines to the 
other. The spindle, carrying wheels 12 in. in diameter and 
1% in. thick, is hardened and runs in adjustable bronze bear- 
ings. A water tank is provided for cooling the work. 


Hicks Standard Passenger Car. 





The accompanying illustration shows one of the standard 
new passenger cars built by the Hicks Locomotive & Car 
Works, Chicago, for the Atlanta & St. Andrews Bay Railroad. 
This car illustrates a class of passenger coaches which are 
being built to meet the demand among smaller roads for a 
coach which can be used in mixed trains and at the same time 
have the exterior and interior finish of the car present a mod- 
ern and pleasing appearance. It is claimed that the mainte- 
nance cost is quite low. The design adopted as standard is 











Hicks Standard Passenger Coach. 


a 54-ft. car, which provides ample capacity for small roads. 
Three types are built: passenger coach, combination passen- 
ger and baggage car, and combination passenger, baggage and 
mail car. The body sills are extra heavy, being the same size 
as those used in heavy cars of greater length, and the frames 
are the same as used by the best passenger car builders, 
solid blocked throughout. The platforms are all steel, car- 
ried back behind the body bolsters and securely bolted to the 
sill construction. The interior finish is of quarter sawed oak, 
with heating and lighting arrangements to meet any specifica- 
tion. The cars are equipped with automatic pocket couplers, 
drawbar centering device and complete air-brake and signal 
equipment. The trucks are of the same type as used in the 
higher priced cars. Due to the fact that this company has 
standardized this design of cars in its shops, a large numbrr 
of each type are carried in stock in order to make early 
deliveries. 





Brill Prizes for Senior Theses. 





The J. G. Brill Company, Philadelphia, Pa., is offering to 
students graduating in 1909 from technical schools in the 
United States prizes for theses on the subject, ‘Design of an 
Electric Railway Car for City Service.” The first prize will 
be $250, second prize $150, and thiid, $100. In this compe- 
tition the Brill Company is, in a way, starting a campaign 
of education. There is a tendency to feel that street railway 
officials are careless and indifferent in selecting cars which 
do not suit the convenience of the public, and it is hoped 
that a competition of this kind will help toward a fuller under- 
standing of conditions. 

In the theses, the subject may be considered from the stand- 
point of the construction of the car body, the truck, the 
electrical equipment and its arrangement, or any other or all 
standpoints the writer may elect. The jury which will judge 
the papers will consist of an electric railway official, a mem- 
ber of the editorial staff of a technical journal, and an expert 
in car construction. The thesis need not be prepared solely 


VoL: XLV., No. 19. 


for the contest, but may be one written in connection with 
graduation work. They must reach the office of the Brill 
Company, Technical Department, on or before June 15, 1909. 
For further information, that department should be addressed. 





Railroad Construction in Chile. 





The cost of the government railroads in Chile, for which 
bids are being asked, is estimated at $65,627,000. One line 
is to run from Arica, on the coast of Chile, to La Paz, Bolivia, 
about 280 miles. The other is from La Ligua, Chile, to 
Copiapu, about 410 miles. Proposals should be addressed to 
the Minister of Public Works, Santiago, Chile, or to the Lega- 
tion of Chile, Washington, D. C. The Legation at Washing- 
ton will furnish all particulars to contractors desiring to bid 
upon the work. The date for opening the bids by the Min- 
ister of Public Works in Santiago, Chile, is February 1, 1909, 
for the La Ligua-Copiapo Railroad, and March 1, 1909, for 
the Arica-La Paz Railroad. 


Railroad Offirers. 


ELECTIONS AND APPOINTMENTS. 














Executive, Financial and Lega! Officers. 


Victor Morawetz, Chairman of the Board of Directors of 
the Atchison, Topeka & Santa Fe, has resigned. 


Benjamin B. Foster has been appointed Vice-President of 
the Elmira & Eastern Transportation Co., with office at Kansas 
City, Mo. 


E. M. Ingersoll has been elected Vice-President of the 
Chicago, Milwaukee & St. Paul of Washington, with office at 
Tacoma, Wash. 


R. H. Baker, President of the Trinity & Brazos Valley, has 
been elected President and Director of the Houston Belt & 
Terminal, succeeding W. E. Green, resigned. 


H. L. Harmon, President of the Kansas City Terminal Rail- 
road Co., has been elected also President of the Kansas City 
Union Depot Co., succeeding E. J. Sanford, deceased. 


F. S. Fowler, Assistant Treasurer of the Lehigh & New 
England, hag resigned and his office has been abolished. Ie- 
mittances should be made to H. F. Baker, Treasurer, Phila- 
delphia, Pa. 


J. D. Morton has been appointed General Auditor of the 
Canadian Northern Ontario, the Halifax & Southwestern, the 
Canadian Northern Quebec and the Quebec & Lake St. John, 
with office at Toronto, Ont. 


B. S. Grosscup, whose resignation as Counsel of the North- 
ern Pacific, Western district, has been announced in these 
columns, is to go into general practice at Tacoma, Wash., and 
will also act as attorney for certain street railways in that 
vicinity. 

F. D. Kellogg has been elected Treasurer of the Illinois. 
Southern, succeeding C. F. Weinland, resigned. M. E. Keehan 
has been appointed Auditor, succeeding D. M. Cameron, re- 
signed to accept service elsewhere, and H. Knowles has re- 
signed as Car Accountant, to accept service elsewhere. All 
reports formerly sent to the Car Accountant should be ad- 
dressed to the Auditor, Grand Central station, Chicago. 


Charles T. Lewis, whose election as Second Vice-President 
and General Counsel of the Toledo & Ohio Central and the 
Kanawha & Michigan has been announced in these columns, 
was born at Marietta, Ohio, in 1850. After graduating from: 
Marietta College in 1872 he studied law, and in 1884 became 
a member of the law firm of Doyle & Lewis in Toledo, Ohio. 
In 1896 he was made General Counsel of the Toledo & Ohio 
Central, which position he held until his recent election. 


Operating Officers. 
J. A. C. Groner has been appointed Assistant to Thomas 
Fitzgerald, General Manager for the Receivers of the Norfolk 
& Southern. 


J. W. Ryan has been appointed Superintendent of the Salt- 
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Lake & Ogden, with office at Salt Lake City, Utah, succeeding 
A. D. Pierson, resigned. 


W. F. Jones has been appointed Trainmaster on the Colo- 
rado division of the Union Pacific, with headquarters at 
Denver, Colo., succeeding E. S. Van Tassel, resigned. 


BE. A. Theed, Assistant Superintendent of the Toledo divi- 
sion of the Lake Shore & Michigan Southern, has been ap- 
pointed Assistant Superintendent of the Michigan division, 
succeeding T. J. Dawson, assigned to other duties. 


J. E. McCarthy, Trainmaster of the Iowa Central at Oska- 
loosa, Iowa, with jurisdiction over the entire line, has been 
transferred to Marshalltown, Iowa, and will hereafter have 
charge of the line from Albert Lea, Minn., to Centerville, Iowa, 
including the five branches. H. G. Kruse has been appointed 
Trainmaster at Monmouth, Ill., in charge of the line from 
Oskaloosa, Iowa, to Peoria, III. 


E. L. Chudleigh, Trainmaster of the Canadian Pacific at 
Cranbrook, B. C., has been transferred to Macleod, Alb., and 
will have jurisdiction over the Crow’s Nest section and the 
Macleod branch. J. A. Kennedy, Trainmaster at Medicine 
Hat, Alb., succeeds Mr. Chudleigh and will have jurisdiction 
over the Cranbrook section, including Crow’s Nest terminal, 
Sirdar section and the Kimberly and Curzon branches. A. N. 
Hobkirk, Master Mechanic at Cranbrook, succeeds Mr. Ken- 
nedy. 


H. V. Platt, Superintendent of the Los Angeles division 
of the Southern Pacific, has been appointed General Super- 
intendent of the Southern district, with office at San Fran- 
cisco, Cal., succeeding R. H. Ingram, resigned. W. H. Avereli, 
Superintendent of the Tucson division, succeeds Mr. Platt, 
with office at Los Angeles. W. H. Whalen, Superintendent 
of the Shasta division, succeeds Mr. Averell, with office at 
Tucson, Ariz. J. H. Dyer succeeds Mr. Whalen, with office at 
Dunsmuir, Cal. 


Certain lines of the Lehigh Valley are hereafter to be oper- 
ated in three divisions instead of four, the Pennsylvania divi- 
sion being abolished. The Buffalo division is extended from 
Buffalo, N. Y., to include Sayre, Pa. The Wyoming division 
extends from Coalport, to, but not including, Sayre. The 
line of steamers on the Great Lakes is to be handled as 
a separate division known as the Lake division. R. W. 
Baxter, Superintendent of the Buffalo division, has been ap- 
pointed Superintendent of the extended Buffalo division, with 
office at Buffalo. C. J. Shea, Trainmaster at Buffalo, has been 
appointed Assistant Superintendent of the Buffalo division, 
with office at Sayre. N. L. Moon remains Superintendent of 
the Wyoming division, with office at Wilkesbarre, Pa., and C. 
W. Kinney, Superintendent of the Pennsylvania division, has 
been appointed Superintendent of the Auburn division, with 
oifice at Auburn, N. Y., succeeding H. D. Titus, assigned to 
other duties. F. G. Rogers has been appointed Superintendent 
of the Lake division, with office at Buffalo. 


Traffic Officers. 


James E. Meroney has been appointed Traveling Freight 
Agent of the St. Louis Southwestern at Dallas, Tex. 


L. J. Bunstein has been appointed Freight Agent of the 
Philadelphia & Reading at Erie avenue, Pa., succeeding Frank 
Faust, resigned. 

W. H. Rutland has been appointed Assistant Traffic Man- 
ager of the Elmira & Eastern Transportation Co., with office 
at Kansas City, Mo. 


J. M: Whitford, Commercial Agent of the Missouri, Kansas 
& Texas, has had his headquarters moved from Atlanta, Ga., 
to Chattanooga, Tenn. 


J. Lallande has been appointed Assistant General Freight 
Agent of Morgan’s Louisiana & Texas Railroad & Steamship 
Co. and the Louisiana & Western. 


S. C. Milbourne has been appointed General Agent of the 
Union Pacific, the Oregon Short Line and the Oregon Rail- 
read & Navigation Co. at Philadelphia, Pa. 


W. H. Osborn has been appointed General Freight and Pas- 
senger Agent of the Illinois Southern, succeeding H. P. 
Radley, resigned to accept service elsewhere. ’ 
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E. B. Daly has been appointed Acting Freight Claim Agent 
of the Kangas City Southern, with office at Kansas City, Mo., 
succeeding to the duties of W. E. Church, resigned. 


J. H. Guyot has been appointed Soliciting Freight Agent 
of the International & Great Northern at Austin, Tex. J. G. 
Worrall has been appointed Commercial Agent at Houston. 


G. N. Thomas, Traveling Freight Agent of the Wabash at 
Toledo, Ohio, has been transferred to Pittsburgh, Pa., re- 
porting to R. E. Lawrence, General Agent, Freight Deparit- 
ment. 


Charles Eikel, Agent of the Mexican International at 
Durango, Dur., Mex., has been appointed General Agent of 
the Southern Pacific at Monterey, N. Leon, Mex., succeeding 
H. N. Gibson, deceased. 


F. E. Browne, General Agent of the Guif & Interstate, has 
resigned, and that office has been abolished. All matters 
pertaining to traffic will hereafter be handled by J. R. Dillon, 
Second Vice-President. 


F. H. Clendenning has been appointed City Freight Agent 
of the Canadian Pacific and District Freight Agent of the 
Esquimalt & Nanaimo, with office at Victoria, B. C., succeed- 
ing George L. Courtney, resigned. 


J. A. Barry, Traffic Manager of the Jamestown, Chautauqua 
& Lake Erie and the Chautauqua Steamboat Co., has resigned, 
and his position has been abolished. H. A. Macbeth, Freight 
Agent, succeeds to Mr. Barry’s duties. 


G. F. Snow, General Freight Agent of the Bangor & Aroo- 
stook, has been appointed Special Agent at Bangor, having 
direct charge of all industrial matters. George E. Wicks suc- 
ceeds Mr. Snow, with office at Bangor, Me. 


John H. Howard, Freight Claim Agent of the Chicago & 
Alton and the Toledo, St. Louis & Western, has been appointed 
Freight Claim Agent of the Chicago Great Western, with of- 
fice at St. Paul, Minn., succeeding J. W. Adams, resigned to 
go to another company. 


H. B. Belt, Assistant Freight Claim Agent of the Chicago 
& Alton and of the Toledo, St. Louis & Western, has been 
appointed Freight Claim Agent of these roads, with office at 
Chicago, succeeding John H. Howard. 


Gabe Filluel, Joint Commercial Agent of the National Lines 
of Mexico and the Mexican Central at New Orleans, La., has 
been appointed also General Passenger Agent of the Mexican- 
American Steamship Line, with office at New Orleans. 


J. F. Horrigan, Assistant Freight Claim Agent of the North- 
ern Pacific, has been appointed Freight Claim Agent, with 
office at St. Paul, Minn., succeeding W. J. Horrigan, resigned. 
J. M. Mooney succeeds J. F. Horrigan, with office at Tacoma, 
Wash. 


EK. A. Turner, Commercial Agent of the International & 
Great Northern at Dallas, Tex., has been appointed to a posi- 
tion in the general freight office at Palestine, Tex. George 
Simpson, Soliciting Freight Agent at Galveston, Tex., sue- 
ceeds Mr. Turner. 


J. A. Steltenkamp, Traveling Passenger Agent of the Mis- 
souri Pacific and the St. Louis, Iron Mountain & Southern at 
Cincinnati, Ohio, has been transferred as Traveling Passenger 
Agent to Louisville, Ky., succeeding J. H. Gallagher, resigned. 
W. J. Frost succeeds Mr. Steltenkamp. 


E. D. Parker, whose appointment as Assistant General 
Freight Agent of the Minneapolis, St. Paui & Sault Ste. Marie 
at Minneapolis, Minn., has been announced in these columns, 
was born in 1839 at Granville, Ohio. After graduating from 
Marietta College, he began railroad work September 22, 1863, 
on the Lake Shore & Michigan Southern. In 1882 he left the 
Lake Shore to go to the Mille Lacs Lumber Co., and two years 
later was made Agent of the Minnesota Transfer Co. In 1886 
he was appointed General Agent of the Albert Lea Route of 
the Chicago, Rock Islard & Pacific at St. Paul, and, in Feb- 
ruary, 1888, became Local Freight Agent of the Minneapolis, 
St. Paul & Sault Ste. Marie. A month later he was made 
General Agent, and by 1895 had become Assistant General 
Freight Agent at St. Paul, Minn., which position he held until 
his recent transfer to Minneapolis. 
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Engineering and Rolling Stock Officers. 


J. M. R. Fairbairn has been appointed Principal Assistant 
Engineer of the Canadian Pacific. 


C. B. Brown has been appointed Division Engineer of the 
Eastern division of the Canadian Pacific, with office at Mon- 
treal, Quebec. 


Frank Taylor has been appointed Division Engineer of the 
Lake Superior division of the Canadian Pacific, with office at 
North Bay, Ont. 


G. L. Wetmore has been appointed Division Engineer of 
the Atlantic division of the Canadian Pacific, with office at 
St. John, N. B. 


A. H. Powell, Master Mechanic of the Denver & Rio Grande 
at Grand Junction, Colo., has been appointed Master Mechanic 
at Salt Lake City, Utah. 


A. T. Shortt has been appointed Master Mechanic at Cran- 
brook, B. C., succeeding A. N. Hobkirk, promoted as mentioned 
under Operating Officers. s 


T. F. Barton, Master Mechanic of the Chicago division of 
the Illinois Central, has been appointed Master Mechanic of 
the Morris and Essex division of the Delaware, Lackawanna 
& Western, effective October 15. 


L. N. Miller, Engineer of Maintenance of Way of the Mexican 
Central at Chihuahua, Chih., Mex., has been transferred, as 
Engineer of Maintenance of Way, to the Mexican division, 
succeeding J. T. Gardner, with office at Mexico City. 


C. E. Lindsay, Engineer of Maintenance of Way, Electric 
Zone, of the New York Central & Hudson River, with office 
at New York, has been reappointed Division Engineer of the 
Mohawk division, with office at Albany, N. Y. He held this 
position before his appointment in May, 1907, on the Electric 
Zone. 


G. M. Crownover, Assistant Master Mechanic of the Chicago 
division of the Illinois Central, has been put in charge of 
the Burnside shops, and his former position has been abol- 
ished. A. J. McKillop, Master Mechanic at Freeport, IIl., has 
been appointed Master Mechanic of the Chicago division, suc- 
ceeding T. F. Barton, resigned to go to the Delaware, Lacka- 
wanna & Western. V. U. Powell, Master Mechanic of the 
Peoria division of the Illinois Central and the Indianapolis 
Southern at Mattoon, Ill., succeeds Mr. McKillop; and Frank 
W. Taylor, General Foreman at Louisville, Ky., succeeds Mr. 
Powell. 


Purchasing Officers. 


H. J. Steinboemer, Storekeeper of the San Antonio & Aran- 
sas Pass at Yoakum, Tex., has been appointed Chief Clerk to 
the Purchasing Agent, with office at San Antonio, Tex. 


W. W. Davis has been appointed Storekeeper of the Eastern 
of New Mexico at Amarillo, Tex., succeeding F. C. Mclaugh- 
lin, transferred. C. M. Smith, Storekeeper of the Albuquerque 
division of the Atchison, Topeka & Santa Fe (Coast Lines) 
at Winslow, Ariz., has been transferred to the Valley division 
at Richmond, Cal. H. D. Weir succeeds Mr. Smith. 


Special Officers. 

James A. Griffith has been appointed Land Commissioner 
of the Union Pacific, succeeding B. A. McAllaster, recently 
appointed Land Commissioner of the Southern Pacific and 
the Oregon & California. 





OBITUARY. 





T. L. Smith, Master Mechanic of the Chicago, Burlington 
& Quincy at Beardstown, IIl., died on September 29. Mr. 
Smith was 54 years old. He began railroad work as a ma- 
chinist and apprentice on the Baltimore & Ohio. Later he 
was employed on the Pennsylvania, and from 1876 to 1881 was 
again connected with the Baltimore & Ohio. From 1881 to 
1902 he was successively gang boss, roundhouse foreman, Road 
Foreman of Engines and Assistant Master Mechanic of the 
Chicago, Burlington & Quincy. In April, 1902, he was ap- 
pointed Master Mechanic, which position he held until his 
death. 
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Railroad Construction. 





New Incorporations, Surveys, Etc. 


Cairo & Sr. Lours.—Incorporated in Illinois, with $100,000 
capital stock, to build from a point in or near Cairo, IIl., 
north to a point in or near East St. Louis. The incorporators 
and first board of directors are: William B. McKinley, George 
M. Mattis, W. H. Carnahan and George W. Burton, all of 
Champaign, Ill., and L. E. Fischer, of Danville, II]. 


CANADIAN NorTHERN.—Preliminary surveys said to be made 
for a 50-mile line from this company’s coal fields, which ex- 
tend over 20,000 acres near the Brazeau river, Alb., to con- 
nect with the line of the Grand Trunk Pacific at a point be- 
tween the Pembina and McLeod rivers.. The grade as laid 
out from the mines to the G. T. P. will permit moving cars 
ty gravity. 


CANADIAN NORTHERN OnTARIO.—Consul G. W. Shotts, of 
Sault Ste. Marie, reports that the new line of this company, 
recently opened for traffic between Toronto, Key Harbor, Sud- 
bury, and the Moose Mountain mines at Sellwood, has brought 
into easy access the best fishing, hunting and canoeing terri- 
tory in the Province of Ontario. Key Harbor, situated on the 
northwestern borders of the Georgian Bay, will in time hbe- 
come an important shipping point. The docks now built for 
handling iron ore are large and up-to-date. The plans of 
the company include an extension, eventually, westward to 
connect with the Canadian Northern, which reaches Port 
Arthur and extends into the wheat’ belt of the North- 
west. This will give a through line. The principal port for 
trans-shipping will be Key Harbor. (R.R. G., Mar. 13, p. 395.) 


CANADIAN NORTHERN QuEBEC.—Canadian press reports say 
that a contract for building the extension to Rawdon, Que., 
has been let to J. P. Mullarkey, of Montreal, and that the line 
is to be completed during the present year. Gangs of men 
are said to be clearing the right of way in the vicinity of 
Rawdon and grading will be commenced within a few days. 


CANADIAN Paciric.—Work on the extension of the Esqui- 
malt & Nanaimo, according to Consul Abraham E. Smith, of 
Victoria, B. C., is actively progressing from Wellington, B. C., 
via Nanoose, to Alberni, at the east end of the Alberni canal, 
Vancouver island. It is now expected that the new line will 
be in operation to Alberni during 1909. A large force of men 
have been at work clearing the right of way. Efforts are 
being made to avoid the sharp curves and steep grades such as 
are on portions of the main line from Victoria to Wellington. 
A large car ferry is now being built at Victoria to run from 
Nanoose to Vancouver, to carry freight and passengers with- 
out trans-shipment. It is expected that when this extension 
is completed the Canadian Pacific steamers will make their 
first call on this continent en route from the Orient at Alberni, 
which is situated on a canal of the same name, approached 
from the Pacific ocean through Barkley sound, which is on 
the southern side of the island, just north of Cape Beale. A 
railroad route has been surveyed for a westerly branch from 
Duncan, a station 30 miles north of Victoria on the E. & N., 
to Cowichan Lake, and a subsidy has been voted therefor by 
the Dominion Parliament, but it is not expected that work 
will be begun on the proposed line until next year. Another 
line has also been surveyed from Great Central Lake, which 
is 11 miles northwest of Alberni. (July 17, p. 554.) 


Cuicaco & NortH-WESTERN.—According to the annual report 
of this company for the year ended June 30, 1908, the fol- 
lowing lines have been completed and opened for operation: 

Pierre, Rapid City & North-Western, extending from a con- 
nection with the Pierre & Ft. Pierre Bridge, 0.2 miles north 
of Ft. Pierre, S. Dak., to Rapid City, 165.48 miles. 

Pierre & Ft. Pierre Bridge, extending from a connection 
with the Chicago & North-Western, at Pierre, S. Dak., to a 
connection with the Pierre, Rapid City & North-Western, 0.2 
miles north of Ft. Pierre, 1.82 miles, including bridge over 
the Missouri river. 

Wolf River Valley, extending from the end of the Elton, 
Wis., branch to Van Ostrand, Wis., 1.98 miles. 

An extension at Pierre, S. Dak., from an intersection with 
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the main line of the Dakota division to a connection with the 
Pierre & Ft. Pierre Bridge at the west line of Reed street, 0.95 


miles. 
An extension from Gregory to Dallas, S. Dak., 4.49 miles. 


Cuicaco, MILWAUKEE & St. Paut.—Work has begun on the 
last strip of grading within the city limits of Tacoma, Wash., 
comprising a cut varying from 8 to 12 ft. deep, between East 
D street and Pacific avenue, about a block and one-half long. 
Work is to be completed by January 1, 1909, when track laying 
will be commenced. 

See article on -Pacific extension, page 1,095 of this issue. 


Dakota & WesTERN.—Incorporated in South Dakota, with 
$100,000 capital, to build from Rapid City, S. Dak., south- 
west to Hill City, 20 miles, with a provision for an extension 
westerly into Wyoming. The incorporators are: A. M. Lan- 
phere, W. H. Lanphere, T. A. Mair, Knute Kleven and J. W. 
Cook, all of Rapid City. 


DELAWARE & HEAstTerN.—An Officer of W. J. Oliver & Co., 
which has a contract for building this line from Grand Gorge, 
N. Y., northeast to Schenectady, writes that the work has been 
delayed since sufficient funds to cover this construction have 
not yet been raised by the promoters. (Oct. 2, p. 1,075.) 


DENVER, LARAMIE & NoRTHWESTERN.—Press reports from 
Denver, Colo., say that within a few days active work will 
be commenced in laying the track on the 40 miles of line 
already completed. Between Fort Collins, Colo., and Laramie, 
Wyo., the company is considering three lines: One northward 
to Laramie, another to the west into a new territory, and 
the third te run in an easterly direction. It is also expected 
that within a few days’ time the new bridge over Clear creek 
on the main line will be finished. (Aug. 7, p. 693.) 


DENVER, NORTHWESTERN & Paciric.—Press reports say this 
line has been opened to Yampa, Colo., near Toponas, 171 miles 
west of Denver. It is expected to have the next section, 44 
nniles, finished to Steamboat Springs this year. The road 
is eventually to be extended west to Salt Lake City, Utah. 
(July 17, p. 554.) 


Estacapo & GuLF.—An officer writes that contracts have 
been let for building 30 miles of this line from Roby, Tex., 
east to Grider, a new town 10 miles east of McCaulley. The 
company was chartered to build from Roby east and thence 
southeast to Coleman, 100 miles. Grading has been finished 
from Roby to McCaulley, and contracts for similar work let 
to W. J. Cox from McCaulley to Grider. From Grider it is 
the intention to build a branch line in a northeast direction. 
Shops are to be put up at Grider. W. A. Butts, President, 
Roby. (Sept. 11, p. 932.) 


Fort WortH, WEATHERFORD & MINERAL WELLS INTERURBAN.— 
Surveys are being made by Baxter Brown, of St. Louis, Mo., 
for an electric line from Fort Worth, Tex., west via Weather- 
ford to Mineral Wells, 55 miles. The Fort Worth Board of 
Trade is interested. Construction, it is said, will be started 
soon by Colonel C. B. Duffy. 


GRAND TRUNK PaciFic.—Contracts said to be let to O’Brien 
& McDougall for the two remaining sections of this line in 
Ontario. (Sept. 25, p. 1,027.) 


GuLF & MaGgnoria.—-Incorporated in Arkansas, with $100,000 
capital, to build from Magnolia, Ark., northwest via Waldo 
to Hope, 35 miles. W. Y. Foster, President, Hope; J. M. 
Davis, Vice-President, Waldo, and J. L. Davies, Treasurer, 
Magnolia. The headquarters of the company are at Hope. 


IpAHO & WASHINGTON NorTHERN.—The west bank of the 
Pend d’Oreille river has been chosen as the route for the ex- 
tension from Newport, Wash., to Metaline. Surveying parties 
have been working on both sides of the river since early in 
‘June, making a comparison of the cost of construction, main- 
tenance and operation of the two routes. The west side was 
chosen because it will control the business on both sides of 
the river. The extension will be about 55 miles long and 
should be completed in about eight months. (Aug. 21, p. 788.) 


INTERCOLONIAL.—To correct the exaggerated reports concern- 
ing construction work on this road, a Consular report says 
that the only double-tracking to be carried out at the present 
time is between Moncton, N. B., and Painsec Junction, 7 miles. 
Surveys are being made over the remaining portion between 
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Painsec Junction and Halifax, 186 miles, principally to de- 
termine the probable cost of construction. (Aug. 28, p. 839.) 


EsQuiMaLT & NaANnatmMo.—See Canadian Pacific. 


GRAND TRUNK Paciric.—An officer writes that the line from 
Winnipeg, Man., west to the eastern foot of the Rocky moun- 
tains, will be 916 miles, and from that place west to Prince 
Rupert, on the Pacific coast, 836 miles, a total of 1,752 miles. 
The first section was recently opened for operation from 
Winnipeg, west to Battle river, in Alberta, 666 miles. From 
Battle river to the foot of the Rocky mountains, 250 miles, 
construction work is far advanced. The line has been located 
from the eastern foot of the Rocky mountains to Prince 
Rupert, and work is now under way on the first 100 miles 
from Prince Rupert, east. (Sept. 28, p. 1,027.) 


Kansas City, Mexico & Ortent.—An officer writes that it 
is expected to have the road completed and in operation by 
December 1 from Sweetwater, Tex., north to Wichita, Kan., 
432 miles. A portion of the line from Sweetwater south to- 
wards San Angelo has been built, and it is probable that this 
work will be pushed as soon as the line above mentioned is 
completed. The company is unable to give out anything defi- 
nite about work southwest of San Angelo at this time. 


MaTANE & Gaspe.—Construction work has begun, according 
to the report of Consul F. M. Ryder, of Rimouski, Quebec, on 
this new line to run from St. Flavie, Que., on the Intercolonial, 
18 miles below Rimouski, and to ultimately have its terminus 
at Gaspe, 240 miles. The headquarters of the company are in 
the city of Quebec. For the present the first section only, for 
37 miles from St. Flavie, is contemplated. The company 
will finish the line as quickly as possible to Mont Louis, 
133 miles, where there is a protected harbor, surrounded on 
three sides by high cliffs, with deep water up to the rocks. It 
extends inland over 2 miles and is open the year round. The 
company is to receive bonuses from both governments, as well 
as from the towns and parishes through which the road will 
pass. The Federal bonus varies from $3,200 to $6,000 per mile; 
the provincial grant.is 4,000 acres of land per mile, or 148,000 
acres for the first section of 37 miles; the town of St. Flavie 
has voted $5,000; Little Metis, $500; Sandy Bay, $4,000; Ri- 
viere Blanche, $3,000, and Matane, $13,000. Contract said to be 
let to H. J. Beemer & Co. for building first 35 miles. Hon. 
P. A. Choquette, President, Quebec. 


MINNEAPOLIS, St. Patt & Savuttr Ste. Marie.—An officer of 
this company is quoted as saying that rapid progress is being 
made on the branch building from Brooten, Minn., northeast 
via Superior, Wis., to Duluth, Minn., 300 miles. It is expected 
to have grading finished this year to within 39 miles of 
Superior, and to start construction work early next spring 
on terminals and yards. 

Missovurr, Kansas & Trxas.—Application has been made by 
this road for the use of certain parts of Griffin, Sumpter and 
Laws streets, Dallas, Tex., in which to lay tracks and main- 
tain freight yards. This road expects to build about seven 
miles of additional switch tracks in Dallas and make other 
improvements to cost approximately $200,000. 


Morean’s LovuIs1ANA & Texas.—See Southern Pacific. 


New York, WESTCHESTER & Boston.—See New York, New 


“Haven & Hartford under Railroad Financial News. 


NortH CAROLINA Roaps.—Location surveys said to be made 
for a line from Causey, N.'C., southwest to a point near Erect, 
about 16 miles. Dunlap Bros., Causey, may be addressed. 
R. Tull, Causey, is engineer in charge. 


NORTHERN Paciric.—The land board of Montana has granted 
permission to this company to build from Glendive, Mont., 
north to Mondak, connecting the Northern Pacific and Great 
Northern. The line will follow closely the route of the new 
government canal now building. 


OrEGON RaiLtroAp & NAviGATION.—The first train over the 
new line from Elgin, Ore., east to Wallowa was run on Sep- 
tember 20. The line will be further extended from Wallowa 
southeast to Joseph, about 30 miles, and should be completed 
by next spring. (R. R. G., March 13, p. 393.) 


Rock IStaAnp SouTHERN (Erectric).—This company, operat- 
ing a 16-mile line from Galesburg, IIl., west to Monmouth, 
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is being extended north to Aledo, 22 miles, by the Rock Island 
Construction Co., of Rock Island. Contract for an additional 
12 miles from Aledo northeast to Preemption said to be let 
to the P. T. Walsh Construction Co., Davenport, Iowa. 


SouTHERN PaciFic.—A contract involving the handling of 
700,000 cu. yds. of earth is said to have been let recently for 
an embankment through the Atchafalaya swamp. This work 
is on the extension of the Morgan’s Louisiana & Texas, from 
Lafayette, La., northeast to Port Allen, opposite Baton Rouge, 
53 miles. (R. R. G., March 18, p. 394.) 


ViremntA Arr Line.—An officer writes that this road, run- 
ning from Lindsay, Va., to Strathmore, with trackage rights 
over the Chesapeake & Ohio, to Gordonsville, is now in opera- 
tion. The line is 30 miles long, and has a traffic agreement 
with the Chesapeake & Ohio, which guarantees a certain min- 
imum daliy traffic for a period of 50 years. The work on the 
property is completed with the exception of several small sta- 
tions and final top dressing of the ballasting. (Oct. 11, p. 


436.) 


Railrond Financial News. 











Boston & Matne.—Stockholders of the Fitchburg Railroad 
have voted to authorize an issue of $500,000 bonds to pro- 
vide for refunding a like amount of one year 6 per cent. 
bonds maturing January 15, 1909, and to increase the capi- 
tal stock by an issue of $700,000 preferred stock. There is 
now outstanding $17,360,000 preferred stock. 

J. P. Morgan & Co., New York, deny the report that they 
are interested in the purchase made some time ago by John 
L. Billard of the shares of the Boston & Maine which he 
bought from the New York, New Haven & Hartford. 


CANADIAN Pacrric.—At a special meeting of the stockholders 
held October 7, an increase of $50,000,000 common stock 
was authorized, the stock to be issued from time to time 
as determined by the directors. The amount of common 
stock already outstanding is $146,016,000. Sir Thomas 
Shaughnessy, President, says that in a general way the 
proceeds from the’sale of the stock will be used for secur- 
ing of additional equipment and for the completion of new 
lines already started. 


Cuicaco & Atton.—At the annual meeting, the directors and 
officers were re-elected. 


CINCINNATI, BLUFFINGTON & CuHicaco.—This company, which 
is in the hands of a receiver, having defaulted on interest 
coupons due September 1, 1908, on its first mortgage 5 per 
cent. bonds, the Mansfield Banking Co., of Mansfield, IIl., 
is forming a bondholders’ protective committee. The C., 
B. & C. operates 52 miles of line from Bluffington, Ind., to 
Portland. 


FircHseurG Raiiroap.—-See Boston & Maine. 


LOUISVILLE & EASTERN (ELrctric).—It is said that the Louis- 
ville & Frankfort is negotiating to buy this property, sub- 
ject to $650,009 first mortgage 5 per cent. bonds of 1906- 
1956. The Louisville & Eastern operates a line from Louis- 


ville, Ky., to La Grange, 27 miles, on private right of way. 


NATIONAL RAILWAYS OF Mexico.—President Diaz, of Mexico, 
in a message to Congress, says in part: ‘The National 
Railways of Mexico have succeeded in getting the holders 
of shares and bonds of the National Railroad of Mexico 
and the Mexican Central to exchange their securities for 
securities of the new company (National Railways of Mex- 
ico), and although the bonds and shares in question were 
widely scattered, only a small fraction remains outstand- 
ing, ranging from 1 per cent. of some of the securities to 
a maximum of 5 per cent. in the case of others.” (R. R. 
G., April 10, 1908, page 526.) 


NEWPoR?-WIcKFrorD STEAMBOAT & RatL~Roap.—Angus McLeod 
and Robert W. Taft have been appointed Receivers. J. W. 
Miller, President, and George G. King and Hugh D. Auchin- 
closs, Directors, have resigned, and William P. Clarke, C. 
Burnick and William P. Buffum were elected Directors in 
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their places. The road runs from Wickford Junction, R. IL, 
to Wickford, 3.4 miles. 


New York, New Haven & Hartrrorp.—The Court of Appeals 
in a decision handed down Tuesday holds that the New 
York, Westchester & Boston, which is controlled by the 
New Haven, should obtain a certificate of convenience and 
necessity from the Public Service Commission before build- 
ing its road. The question arose in the so-called Hunting- 
ton case in connection with condemnation of lands for 
right of way. The judgment and order of the lower court 
is reversed. (Aug. 28, p. 840.) 


Rutrianp Raitroap.—In a circular issued to holders of pre- 
ferred stock by Cummings & Co., Tompkins C. Delavan, of 
that firm, who represents the minority interests, says in 
part: 

“One of the things asked for by your representative at the 
first annual meeting he attended was that one or more 
places on the board of directors should be accorded to 
the minority interest which he represented, but so far those 
in control] have persistently refused to accede to this request. 

“It is true that maintenance of the property is expensive 
and that improvements cost money, and in this case it is 
a question whether some of the improvements, such as new 
shops, bridges and new equipment, acquired during the 
last few years should not be capitalized and not paid for 
out of earnings; but if such things are paid for out of 
earnings then stockholders whose money has thus been 
used are certainly entitled to stock to represent the funds 
which they have been forced to contribute.” 


St. Louis & San Francisco.—The New York Times says that 
the $7,190,000 notes of the St. Louis & San Francisco, due 
December 1, 1908, are to be extended for a year through a 
syndicate organized by Speyer & Co., New York. 


SouTHERN INDIANA.—The first mortgage bondholders’ commit- 
tee, A. G. Hodenpyl, Chairman, announces that 70 per cent. 
of the $7,500,000 first mortgage 4 per cent. bonds have been 
deposited with it. 

TamMea NorrHerN.—Baker Ayling & Co., Boston, Mass., are 
offering a block of first mortgage 5 per cent. bonds of 1906- 
1936. The amount of outstanding bonds is limited to $10,- 
000 per mile of completed line and for acquisition of termi- 
nals, the total issue being limited to $5,000,000. The road 
is in operation from Tampa, Fla., to Brooksville, 50 miles. 


THE Municipar, TRACTION Co.—This operating company of 
the street railways of Cleveland, Ohio, has imposed, it is 
said, the condition that the money which it offers to pay 
as quarterly rental (about $220,000) to the Cleveland Rail- 
way must be used for the payment of the second 114 per 
cent. quarterly dividend on the $14,675,600 stock of the 
Cleveland Railway. This condition the Cleveland Railway 
has refused to comply with, claiming that the matter of 
dividends is entirely between the directors and the stock- 
holders, while the Municipal Traction Company says thal 
the passing of a dividend by the Cleveland Railway would 
tend to discredit the Traction Company with the investing 
public. 


THirp AVENUE RAILROAD.—Transfers between the Union Rail- 
way, New York, which is controlled by the Third Avenue, 
and the Yonkers Railway and the Westchester Electric Rail- 
way, were discontinued at midnight, October 6, by permis- 
sion of Judge Lacombe. F. W. Whitridge, receiver for the 
Third Avenue, says that this step was necessary because 
no arrangements could be made with the managers of the 
Yonkers and Westchester roads for an equitable share of 
the receipts from transfer arrangements. 


WESTERN MARYLAND.—The interest due October 1 on the $42,- 
518,000 first mortgage bonds of 1902-1952 was paid at the 
office of the Mercantile Trust Co., New York. The receiver 
is to issue $600,000 5% per cent. certificates, payable in 
monthly instalments of $100,000, to reimburse the trust 
company for this interest payment. 


WHEELING & LAKE Erie.—The interest due July 1 on the 
$1,998,000 equipment bonds of 1902-1922 is being paid at the 
office of the Mercantile Trust Co., New York. (July 24, p. 
602.) 
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ANNUAL REPORTS 


NEW YORK, NEW HAVEN & HARTFORD—THIRTY-SEVENTH YEAR. 


In accordance with the By-Laws of The New York, New Haven and 
Hartford Railroad Company, the Board of Directors have caused 
to be prepared a general statement of its affairs for the year ending 
June 30, 1908, as follows: 

For TWELVE MontHs, JuLy 1, 1907, TO JuNE 30, 1908, INCLUSIVE. 
Operating Revenue— 

Freight Revenue ..... chateleers Be eae $25,281,434.85 

Passenger Revenue ...c.6. css eceece 23,003,115.93 

All otner revenue from transportation 3,506, 133.10 


Revenue from operations other than 
UPANRROPEQGION -o.a:6 6 ci0iece. < c eaiecece's 1,259,463.38 





Total operating revenue...... $53,050,147.26 


Operating Expenses— 


Maintenance of way and structures. 5,983,825.90 


Maintenance of equipment .......... 6,913,169.06 
"BERING: (CRYGQUACH (a6 oss nce digs coin nee 311,224.06 
Transportation expenses ........... 23,625,503.68 
GOMCERE GRPCUBCH oo o.ore 6:05 eeceale e-ctere 1,379,834.65 








38,213,557.35 
14,836,589.91 


Total operating expenses (72.03%) 





Net operating revenue.......... 
Net revenue from outside operations. 1,212,089.03 
Net earnings—The New _ England 











Steamship Co. (3 months)........ 498,674.10 

Net earnings—The Connecticut Co... 2,745,758.00 
SEG D F355 alas <-chata a bi aleiol waxed Sinha otis 4,456,521.13 
Total Net: LEVERUE. o.6 0.6: 0:6 2.0 owiehe) 19,293,111.04 
SERIROS: Sccpreis Matoet Rac nenaneee ve 3,338,305.83 











15,954,805.21 

Income from Other Sources— 
Prividends Of SOCKS .....< 2 scccscaeees 894,700.01 
TREGTERE Of TONGS... 6c Hed ccs wears 714,990.71 
Miscellaneous income .............. 1,889,001.77 
WRCHEG, TOCCINCR once wine bee elee Rereae 363,458.58 


Total income from other sources 





3,862,151.07 
19,816,956.28 





“EGtGL ) SOCOMAGS 5 oisic ore'b aia ehe eae 
Deductions from Income— 
Interest on bonds, debentures and other 





PIS EIES ois era soca cele ccs ac eeteeeree 7,556,045.07 
Rentals of leased limes............. 4,581,181.87 
Rentals and guaranteeu dividends other 
CPi IN ood oc o5-c os c c cnefasces.s 1,784,299.28 
Hire of CQUIpRICNE «<< cscs cess 628,860.01 
Total deductions from income... 14,550,387.13 
Net, staan wccsictu ate diate ciacctere-oacs 5,266,569.15 
aii Nos. 112 to 115 inclusive, 2% 
SIGIR yaes ethcie cra ia aG axa eal hana ser ece 8,297,046.00 
tan dividend on stock held by sub- 
sidiary companies ........6....++. 495,784.00 
—— — + 7,783,262.00 
BOGEN Heirs sc ceded cidelea wate cdsamens 2,516,692.85 


The General Statement for the year 1907 was made up on the basis 
of a consolidation of the balance sheets and income accounts of all 
the companies controlled in the interest of your company through 
the ownership of all or a majority of their capital stocks, excepting 
only the New York, Ontario & Western and Central New England 
Railway companies, but through the disagreement of the various 
tables and exhibits with the reports made to the several state com- 
missions and the Interstate Commerce Commission for The New 
York, New Haven & Hartford Railroad Company proper, which disa- 
greement, however, was entirely logical and explainable, there resulted 
a great deal of misunderstanding, misrepresentation and unjustifiable 
eonclusions. It has, therefore, been deemed advisable to make the 
general statement for the year 1908 conform to that published for 
the year 1906, including in a foot note to the balance sheet any 
obligations of controlled companies for which The New York, New 
Haven & Hartford Railroad Company has become responsible, and in 
the income account only such earnings as have been received or been 
declared in the form of dividends on stocks owned by the company 
and the interest received on loans. 

The financial year commencing July 1, 1907, opened under the most 
promising conditions. 

The earnings of the company for the first quarter exceeded all 
expectations, and the management was under the greatest strain to 
do the business offered. The pressure was such there was little 
chance for economy, the whole effort being to provide the necessary 
facilities to keep the business moving at any cost, 

The demands of the public for improvement in transportation 
facilities led to large commitments for new equipment, for the elim- 
ination of crossings, for additional yards and sidings and for addi- 
tional main tracks. 

The earnings of the company for the second quarter showed an 
increase over the same quarter of the previous year, but it was all in 
the months of October and November, 1907, and in the month of 
December the tide turned and the first decrease in the company's 
earnings for several years was manifest. 


A statement is given below showing a comparison of the earn- 
ings of the company month by month for the years ending June 30, 
1907, and 1908, respectively, from which the effect of the changed 
business conditions can be noted: 


Fiscal Year Fei 1908 Increase Deerease 
1907 : 

July .... $4,682,289.04 $5,029,597.94 $347,308.90 

August .. 4,815,108.97 *5,350,063.59 534,954.62 

September. 4°802.221.64 5.00 0,836.23 198,614.59 

October .. 4,827,014.43 5,196,679.96 369,665.53 

November. 4,744,514.93 4,747,661.03 3,146.10 

December... 4,455,780.42 4,172,047.75 $283,732.67 

1907 1908 

January . 4,308,381.82 3,679,416.62 628,965.20 
February . 3,749,129.30 3,359,707.03 389,422.27 
March ... 4,612,498.88 3,874,617.85 737,881.03 
April .... 4,600,895.70 * 149,689.48 451,206.22 
May ..... 5,033,045.48 4.132, 563.47 900,482.01 
June .... 4,971,055.71 4,357,266.31 613,789.40 


Total gross 
earnings $55,601,936.32 $53,050,147.26 $1,453,689.74 $4,005,478.80 

The loss in earnings was for a long time confined to the freight 
business, and for several months but little change in the passenger 
business was observed, but during the past summer the change in the 
latter has been quite marked. 

It was a difficult task to reduce the expenses from the high water 
mark that had prevailed to December 31, 1907. The public have 
yielded although most unwillingly to a moderate reduction in service 
and facilities; the employees have been reduced in numbers but not in 
their rate of compensation; the officials have had a cut in salaries, 
but the great items that enter into the cost of conducting the affairs 
of a public service corporation are still at the highest mark of the 
most prosperous times of recent years, and, unless labor and those 
controlling the price of materials share the necessary liquidation, it 
is inevitable the price of transportation must be advanced in order 
that a reasonable return be had upon the money invested. It must 
be admitted there is an economic fallacy somewhere in a policy that 
results in an advance in prices during a period of extreme depression, 
but it is impossible for any one interest to bear the burden of high 
prices for the major portion of what constitutes its cost of produc- 
tion, and with a constantly diminishing volume of business be barred 
from .receiving a sufficiently remunerative return upon the same. 

During the last quarter of the year the expenses of the company 
were reduced to about as low a point as was possible without the 
material condition of the property was impaired, and we enter upon 
the new financial year upon about as low a basis of expense as is 
practicable without further serious reductions in the service are 
made, and the prices of labor and materials are reduced to the basis 
of 1906. Our earnings are about on the basis of that year. 

It has been the policy of the company to preserve a stable rate of 
return to its stockholders. The company has realized for the stock 
issued by it largely in excess of $100 per share, one recent subscrip- 
tion having been taken at the price of $175 per share. The rate of 
return to our stockholders upon the average price paid for their 
shares has been not in excess of 414 per cent. per annum, and a 
recent valuation of the company’s property indicates that an 8 per 
cent. dividend amounts to a return to stockholders of less than 4 
per cent. of the replacement value of their property. 

All the surplus earnings in excess of dividend requirements have 
been diverted to other uses of the company, and the amount so 
diverted during the present administration of the property has been 
as shown below, viz. : 


USE a ore or Sar i'c, Sra ics ak src a as ae Balad wat aod Staats $ 88,307.98 
DN acd ondary dee ganvenae a anne caw edae 308,052.44 
IE edhe oo rac hs eo dine. al ckas hale aaa qa ave, Mala oe 3,.718.285.41 
RUN EP a goles sing a eccav unmade «da Wes nals ae aw ere 1,988,053.70 


$6,102,699.53 

This was after most liberally maintaining and improving the prop- 
erty out of its operating and maintenance expenses, and in addition 
there were excess earnings in the treasuries of subordinate companies 
that could have been diverted to your company in the form of divi- 
dends, had it been desired. 

The deficit shown in earning the dividend paid for the financial 
year has been partially owing to the new method of accounting 
prescribed by public authorities. Whether this new method will be 
ultimately effective and obligatory is a matter still in doubt, the 
railroads of the country generally having protested against it. 

The six-track construction of the Harlem River & Port Chester Rail- 
road has been continued. A portion of the new line has been put into 
service. The bridges are practically complete. Forty-four per cent. 
(44%) of the total work has been completed in the past year. 

The second track construction between Seymour and Waterbury 
is complete with the exception of the Naugatuck passenger station, 
which will be finished about September 30, 1908. 

The new high grade main tracks in Waterbury have been put into 
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service. Work on the new passenger station is progressing satis- 
factorily. A small amount of work remains to be done on the new 
freight houses and yard. Grading of the streets leading to the pas- 
senger station is not yet complete. The entire improvement should 
be completed by April, 1909. 

The construction of the second track between Danbury and Haw- 
leyville has been completed. 

Improvements at Hawleyville, including changes in tracks and 
extension of freight yard, are well under way and should be com- 
pleted about September 30, 1908. 

Improvements at the Morgan street freight yard, Hartford, Conn., 
are practically completed. Elimination of grade crossing at Walnut 
street will be completed before the close of the year 1908. 

The second track construction between Waterbury and Bristol is 
practically completed as far east as Greystone. In October, 1907, 
work was suspended between Greystone and Bristol, including the 
Terryville tunnel, and has not yet been resumed. 

The work of providing additional tracks and widening the cut 
through the city of New Haven is practically completed; four tracks, 
with necessary signals, etc., having been put into operation during 
the year. There remains to be constructed the approaches to the 
Fair and Crown street bridges from State street. Work on the 
viaduct (which will carry the street railway tracks, now located in 
State street), has been commenced and will be completed during the 
coming year. 

The construction of the double track connecting line in Providence, 
including tunnel, has been prosecuted vigorously during the year. 
The advanced headings of the tunnel met April 6, 1908. Concrete 
arch roof was completed in May, 1908. The tunnel should be en- 
tirely complete on or about September 30, 1908. Excellent progress 
is being made on the viaduct leading from the west portal of the 
tunnel and the new drawbridge at the east portal over the Seekonk 
river is in place. It is expected that the remaining construction work, 
including track laying, signals and interlocking, etc., will be com- 
pleted during the year 1908. 

Number of Grade Crossings Eliminated. 


SURRY Rey ENON PMNNOE S60) ci cides :disare me oes nis sis eww o-elaiele'e. 6 12 
ee OT UT ARS Se me eo, a a ee 12 
PRIN A ee MAINS @ UNE TINUIND 6 ois 10106 10 s0: se 1,0 Go a Aw whe 9105 eae Ove IR 2 
Oa a8 ESO er ari er 8 

EMER. Sectors ais es ahi SS ha A As ne es eo ow pl eee anal 34 


The electrification of the New York Division between Stamford and 
Woodlawn has been completed and a complete change from steam 
to electric traction for all passenger s2rvice on this section of our 
line was made effective during the month of June, 1908. 

New passenger stations or increased facilities have been provided 
during the year at Burrage, Cumberland Mills, Darien, East Taunton, 
North Hanson, Naugatuck, Oakville, Pelham, Pelham Manor, Rye, 
Stepney and Union City. 

Work is in progress and will be completed during the coming year 
on new passenger stations or increased facilities at East Hampton, 
Georgetown, Hunt’s Point, Morris Park, Mamaroneck, Port Morris, 
Woodside, Westchester Avenue and Waterbury. 

New freight houses or increased freight facilities have been pro- 
vided during the year at Acushnet, Bridgeport, Brookfield Junction, 
Braleys, Campello, Danbury, East Taunton, Holyoke, Lowell, Mount 
Vernon, Middletown, New Bedford, New Milford, New Rochelle, Nor- 
wich, Newport, Pelham Manor, Providence, Plymouth, Quincy Adams, 
South Boston, Summit, R. I., South Windham, South Worcester, 
Springfield, Union City, Waterbury, Watuppa, Woonsocket and 
Wollaston. 

Work is in progress and will be completed on new freight houses 
or increased facilities at Morgan Street (Hartford), Hawleyville, Lee, 
Lowell, North Hanson, Providence, South Norwalk, Taunton, Tor- 
rington and Winsted. 

The work of rebuilding the coal pocket at Dover Street Yard, South 
Boston, which was destroyed by fire march 13, 1907, has been com- 
pleted and the plant is now in service. 

A new coaling plant at Harlem river is under construction and 
will be put into service during the year 1908. 

New 75-ft. turntables have been provided at Danbury, Great Bar- 
rington, Lowell and Winsted. 

Improvements and additions to engine terminal facilities have been 
made at Harlem river, Lowell, New Haven, New Bedford, Springfield, 
South Framingham, South Boston and Stamford. ; 

A power station has been constructed at Bay Chester, N. Y., for the 
operation of the drawbridge over the Hutchinson river. 

The elimination of the Dudley Street grade crossing in the City of 
Boston, including four-track masonry, etc., for Dudley Street, Nor. 
folk Avenue, Cottage and Clapp Streets, has been completed and 
the grade crossing discontinued. Plan and decree for the elimination 
of nine highway crossings in the city of Boston are complete and 
the court has ordered the elimination. The necessary real estate is 
now being secured. 

At Northern avenue, Boston (freight terminal), extensive changes 
necessitated by extension of the street have been carried on in con- 
junction with work done by the city and are now about fifty per cent. 
(50%) completed. 

The elimination of grade crossings at New Bedford, including nine 
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highway crossings, is substantially complete; all the masonry having 
been finished and the grade crossings discontinued. 

The elimination of grade crossings at Southbridge and Cambridge 
streets, Worcester, has been commenced and is well under way. 

The elimination of grade crossings at Fairmount avenue and Bridge 
street in the town of Hyde Park will be completed during the coming 
year. 

The elimination of grade crossing at County road, Barnstable, will 
be completed by October 1, 1908. 

The elimination of grade crossings at White’s crossing, Putnam, 
and Main street, East Hartford, have been completed. 

Elimination of grade crossing at Walnut street, Hartford, will be 
completed during the year 1908. 

Improvements and additions to signaling and interlocking have 
been made at Lyme, Niantic, Plainville, Putnam, East Hartford, 
Burnside, Vernon, Northrup Avenue, Providence, Woonsocket, Kings- 
ton, Providence passenger station, West Roxbury, Needham, Forest 
Hills, Harrison Square to Mattapan, Back Bay, Neponset river draw- 
bridge and Onset Junction. Changes in the signaling system between 
Woodlawn and Stamford have been made to adapt same to eects 
operation. 

Improvements and additions to water stations have been made at 
Willimantic, Watuppa and Yarmouth. 

The work of strengthening bridges for heavier engines between 
Waterbury and Winsted and between Concord Junction and Lowell 
has been completed. 

It is expected that the work on the new drawbridge over the Taun- 
ton river at Somerset will be completed in October, 1908. 

The new double track roller lift drawbridge across the Niantic river 
at Niantic has been completed and put into service. 

The long trestle between Saybrook Point and Fenwick has been 
filled in except three openings and the trestle at these openings has 
been rebuilt. 

Werk has been started gauntleting tracks across the Thames river 
bridge at New London to replace the present double tracks, the 
heavier trains now in service necessitating the further use of the 
bridge as a single track structure, 

A new four track bridge is being built over Jackson street, Holyoke, 
in connection with the extension of that street by the city. 

The double track steel bridge at Massachusetts avenue, Boston, has 
been renewed and the pier masonry extended for four tracks. 

Bridge No. 27, over the Shetucket river at Willimantic, has been 
renewed. 

The old bridge at Versailles has been replaced by a concrete arch. 

The new drawbridges on the Harlem river branch at Pelham bay 
and over the Bronx river have been practically completed. 

Extensive bridge renewals have been made at other points. 

The electrification of the line between East Hartford and Vernon 
and Melrose has been completed and electric operation inaugurated. 

Additional protection against fire has been provided at freight 
houses Nos. 9, 10, 11 and 12, and also at the grain elevator at the 
Boston freight terminal. 

Seven and one-half miles of tracks have been added to classifica- 
tion yards at Oak Point. 

There has been no increase during the year in the capital stock 
issued, but the amount of stock outstanding in the hands of the 
public has been increased by the sale of 8,153 shares of treasury 
stock, the proceeds of which were used to acquire other property, 
making the amount, 


at the close of the year..... Sen PRGA iain co bile oon BEM aaa $ 97,895,700.00 
The amount of capital stock authorized is........... $188,936,400.00 


Of which there is voted to be issued— 
for 3%% convertible debentures of 





TAS CD SRG 5 orgies arartecwerete ns sie. 6 $20,000,000.00 
for 6% convertible debentures of 
Jan. "15, ERIN 5 65's seis essay horace Meare 39,029,600.00 


Authorized by stockholders and directors 

for the acquisition of stocks and 

evidences of indebtedness of con- 

trolled COrporationa ....océs oss e0 3,936,400.00 
Authorized by stockholders for lawful 

purposes of the company subject 





to the Board of Directors........ 4,092,300.00 
Total amount authorized, but as yet not issued...... $ 67,058,300.00 
Amount. -of capital: setock: issued)... sss wee. Seer nawsc $121,878,100.00 


Of which there is in the treasury of the company... 23,982,400.00 





Leaving the amount outstanding in the hands of the 
MOUMIIEC:  oyarotalic ols vais Mle hes Stet ales ShAtN 6. oOncnralater etnies RTE TaD $ 97,895,700.00 
The pacts toe indebtedness of the company in the hands of the 
public, excluding that assumed by the mergers occurring during the 
year, has been increased during the year by the following: 
N f & " Co.—H. R. & P. C. 1st. 
mort. 4% ED ECL a TEL oe $ 4,042,000.00 
B. & N. Y. Air Line R. R. Co. 1st. mort. 4% bonds sold 1,500,000.00 


Providence Terminal Co. 1st..mort. 4% bonds sold. 1,124,000.00 
N H. & H. R. R. Co. 344% conv. debenture 

certificates GEREN oo sao sa: aepiwa onary epane accNRe ie Net eh css Ou hea Be 2,700.00 
Naugatuck R. R. Co. 1st. mort. 4% bonds sold....... 4,000.00 


Instalments received on subscriptions to 344% con- 
vertible debenture certificates of Jan. ee 8,316,525.00 
Instalments received on subscriptions to 6% con- 
vertible debentures of Jan. 15, 1908............ 25,497,800.00 
Three year 444% debentures due May 5, 1911, sold... 2,000,000.00 


$42,487,025.00 









































eed 


— 
Ri all 











OcrosBer 9, 1908. 


Less 

4% conv. deb. certifs. 1893 issued paid..$ 53,000.00 

5% 4 year deb. pi ii in advance of maturity 800,000.00 

544% 2 year deb. paid in adv. of maturity 100,000.00 

Various notes paid......... mceeratere weed 3,992,154.16 4,945,154.16 


$37,541,870.84 





An arrangcment has been made for the further sale on advantageous 
terms to the company of the following treasury assets: 

$1,602,000 of Boston & New York Air Line R. R. Co. 4 per cent. 
first mortgage bonds. 

$2,176,000 of New Haven & Northampton Co. 4 per cent. refunding 
consolidated mortgage gold bonds. 

$160,000 of Pawtuxet Valley R. R. Co. 4 per cent. 1st mortgage 
bonds. 

$350,000 of Stafford Springs Street Railway Company 5 per cent. 
1st mortgage bonds. 

There will mature between October 20, 1908, and April 1, 1909, 
the following obligations for which the company is responsible, viz. : 
. $9,720,000.00 


Two year 5% debenturesS.........ccccceccccscces e : 

Milford & Woonsocket 1st mort, 5% bonds............ 60,000.00 

Milford, Franklin & Providence 1st mort. 6% _ bonds. 10,000.00 
New Haven & Northampton consolidated mortgage sink- ¥ 

fig LUNG G7 BORG. os c0s lecenicc oi weevenees ass 1,117,000.00 

TR GEAI ce cio 3 si cele cl oe aloe Rageie lathe bie aide ae wielne $10,907,000.00 


The authorized expenditures of the company for improvements and 
equipment not completed and delivered on June 30, 19U5 
$14,780,713.73 


WAGNEGhe «che vere ons oar a ao rare rar ema er alecd of trae walea el eacs 
Of which amount it is estimated there has been de- A 
livered and paid for material aggregating in value 1,750,000.00 


oe ae ee ar ere $13,030,713.73 





In the meantime a portion of the surplus funds has been loaned at 
rates of interest to substantially offset the interest paid, and the 
remainder is in depositaries drawing current rates of interest. 

There was in the treasury of the company $1,766,000 of 34% per 
cent debentures of the Naugatuck Railroad Co., maturing October 1, 
1930, of a total authorized issue of $2,000,000. As the prospect for 
their sale at a satisfactory price was not encouraging, they were 
cremated under the supervision of the Custodians of Securities. The 
amount of this issue outstanding in the hands of the public is 
$234,000. 

In the general statement for the year ending June 30, 1907, ref- 
erence was made to the necessity of raising funds to pay for author. 
ized improvements and additional equipment and to provide for future 
needs of the company, and it was proposed to offer to the stock- 
holders the right to subscribe at $125 a share to additional stock 
in the proportion of one share of new stock for each four shares of 
old and to extend this right to the holders of the company’s ccn- 
vertible debenture certificates dated January 1, 1906, proportionate 
to their rights as future stockholders. After this proposition was 
made, however, the business conditions throughout the country be- 
came so unsatisfactory as to cast considerable doubt upon the desir- 
ability of such a plan, and the directors votéd to offer to the stock- 
holders of record December 2, 1907, the right to subscribe for 6 per 
cent. convertible debentures at the rate of $100 of the principal 
amount of such debentures for every three shares of stock held by 
them respectively ; these debentures bearing date of January 15, 1908, 
payable January 15, 1948, and convertible into shares of the com- 
pany’s capital stock at any time when the books of the company are 
not closed for the transfer of stock, after January 15, 1923, and not 
later than January 15, 1948, at the rate of one share of such stock 
for each $100 of the principal amount of such debentures. The right 
to subscribe was also extended to holders of the 3% per cent. con- 
vertible debenture certificates, convertible into stock between January 
1, 1911, and January 1, 1916, and to holders of warrants for sub- 
scriptions for such debentures or of receipts for subscriptions for 
such debentures, upon which three installments had been paid, at the 
rate of $100 of the principal amount of the 6 per cent. debentures 
for each $450 of principal amount of the 3% per cent. convertible 
debenture certificates. The amount of the 6 per cent. debentures 
authorized to be issued was $39,029,600, and payable in four install- 
ments of 25 per cent. each on January 15, 1908, July 15, 1908, Janu- 
ary 15, 1909, and July 15, 1¥vu¥, respectively. The favor with which 
this amended plan was met is attested by the fact that of the 
$39,029,600 authorized issue $38,585,400 was subscribed for, and 
while only $19,292,700 has become due and payable, $34,864,500 has 
been paid into the company’s treasury. 

The capital stock of the Old Colony Railroad Company has been 
increased during the year by the sale of 5,076 shares, the proceeds 
of which have been applied toward the reimbursement of expenditures 
for betterments by your company. 

The lease of the Holyoke and Westfield Railroad to the New Haven 
and Northampton Company has been amended go as to provide for a 
fixed annual rental of $46,000 and taxes, instead of a varying one 
according to earnings, 

The following lines have been merged effective upon the dates 
named, and their outstanding obligations have been assumed and are 
included in this year’s balance sheet: 

The Village Water Company of Suffield, Conn., January 31, 1908. 

The Stafford Springs Street Railway Company, June 30, 1908, 

The New England Railroad Company, April 1, 1908. 
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An investment amounting to $10,955,000 was made during the 
year ending June 30, 1907, in the Millbrook Company. 

This represented the whole capital stock and indebtedness of the 
New York & Port Chester Railroad—the City and County Contract 
Company—the company having the contract for the construction of 
the New York, Westchester & Boston Railroad—and the control, 
represented by a large majority of the stock, bonds, notes and under- 
writing subscriptions of the New York, Westchester & Boston Railroad 
Company. 

This control was obtained with the intention of completing the 
construction of either the New York & Port Chester Railroad, or the 
New York, Westchester & Boston Railroad, substantially in accordance 
with the original plans, and the work of construction will be prose- 
cuted vigorously as soon as the litigation in which the New York, 
Westchester & Boston Railroad is involved can be terminated. 

The decision in this litigation is expected before the close of the 
calendar year, and with the completion of the line it is hoped arrange- 
ments can be made which will enable the commuter business to be 
handled in a satisfactory and efficient manner. 

This investment has been increased during the year ending June 30, 
1908, by the amount of $807,483.20 for additional securities of the 
Millbrook Company acquired, which company is the direct owner of 
all the securities of the other companies mentioned. The total 
amount of our investment on this account on June 30, 1908, was 
$11,762,483.20. 

Charles F. Cnoate resigned as director on November 8, 1907, and 
the vacancy was filled by the election of Amory A. Lawrence, of 
Boston. 

Augustus S. May and John G. Parker resigned as directors on 
February 7, 1908, and the vacancies were filled by the election of 
Charles M. Pratt and Lewis Cass Ledyard, both of New York. 

The faithful and efficient services of the officers and employees are 
hereby acknowledged. 


By order of the Board of Directors, 
CHARLES S. MELLEN, 
e President. 
New Haven, Conn., September 18, 1908. 
THE NEW ENGLAND NAVIGATION Co. 
Income Account for Year Ending June 30, 1908. 











Gross earnings from operation..............-ccceccees $4,365,058.83 
Less operating expenses (88.96%) ........ceccecececce 3,883,545.03 
ING tes COMUNE sill ho 2s ale caer occ LS wa Re ee ak ae ola wet 481,513.80 
Add income from other sources..............-c0eceee 1,325,427.58 
ECU M MN ICQIMOUN ac 5:8 a Gl aiutoveva'c ke aa Un serdar Balan 1,806,941.38 
Deductions from Income— ‘ 
BROMUS cd cara aree ask oe ald Oli deeowmuds $52,298.14 
Interest on bonds, debentures and other 
SRURUNUIOOIN (aco wi cfaic eic'asre wee tie ora de ataainas 975,550.26 
Improvements on piers ..........00ceeeee 7,706.40 
Total deductions from income.................. «eee ++ $1,035,554.80 
NGGINGCIUGI Sy todd ce Aad ea sdawe anus we be sluabawhe $ 771,386.58 


The following new steamers were placed in commission during the 
year: “New Haven” on July 8, 1907; “Bunker Hill’ on July 17, 
1907; “Old Colony” on November 22, 1901; “Commonwealth” on 
July 1, 1908. 

The aggregate cost of these steamers was about $3.50U,000. 

Central New England Railway Company. 
Income Account for the Year Ending June 30, 1908 

















CCUG TMC ROUMIENR Gs oo 5 car 41: mrecraa6 ain awa o e.e cneecls a woe ea $2,108,786.96 
Operating expenses (80.86 per cent.).............2- --- 1,705,169.75 
NGG OnGRREIg -VOVOMNG 66 ciccis ccc ecewcelecuocewee "$403,617.21 
CARMINE o-oo eG AAG Grae dl Galea Se diel a aca dew aoe Wea wa eare ee 67,748.91 
$335,868.30 
Income from other sources...... dadaausaen aca ware alee 63,897.63 
Total income ......... Sin dat eee ~ $399,765.93 
Deductions from income— _ 
Rentals of leased lines.........ccesceee - $91,822.50 
Interest on bonds and other liabilities. .... 305,657.60 
Total deductions from income....... dateatencauewuae 397,480.10 
re sWkdaewaiewedddvd daa daddewe $2,285.83 


The unfavorable business conditions which have prevailed, especially 
during the last six months of the year, resulting in diminished gross 
earnings, with the impossibility of obtaining a corresponding reduc- 
tion in operating expenses, have disappointed the expectation of the 
payment of any interest on the general mortgage income bonds. 


Statement of Earnings and Comes Eapenses of the Steam Railroad 








Detail. 
For the Twelve Months Ending June 30, 1908. 
Revenue. 
WipeIeAGNG@UGMIIG («on cns wadonaeeduane daa ewneecuns $25,281,434.85 
Passenger Service Train Revenue— 
Passenger revenue ...... weaned . -$23,003,115.93 
Excess baggage revenue............ 154,352.51 
ee ere reer 740,612.14 
WSN TOUONOER oo icc cece ete cess 2,176,916.71 
WEN COUONEO iad aacee dese eesuceciee 95,002.23 
Other passenger train revenue. . ieee aene 109,301.48 
—---—- 26,279,301.00 
All other revenue from transportation.............. 229,948.03 
Revenue from operations other than transportation. . 1,259,463.38 
WOME ctdac tcaa dead cacaene ned cee ed dmneneudens $53,050,147.26 
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Operating Expenses. 
Maintenance of Way and Structures— 





RAILROAD AGE GAZETTE. 


DUDCFAMTORGENCO: ......5.0.0 6. 9000 0106 ose - $203,229.06 
SE SA ee ere 40,823.07 
RON. forclb isle leh bivisinne:5 win in. siaio sissies sate 930,275.94 
RRO Is aos io os lin goons wisi ete wae wa 202,478.33 
Other track material, ........00:044:s006 318,227.20 
BORE WAY BUG TEACK 66d: 635.00 esse ves 2,082,687.87 
Removai of snow, sand and ice....... 88,418.57 
EE CNRS a Be es Se ee 814.40 
Bridges, trestles and culverts....... 537,021.43 
Over and under grade crossings...... 56,861.27 
Grade crossings, fences, cattle guards 

BANG BIDS . . oko PALE A 111,439.14 
Snow, sand fences and snow sheds... 417.87 
Signal and interlocking plants...... 346,915.87 
Telegraph and, telephone lines....... 18,629.66 
Electric power transmission......... 60,079.40 
Buildings, fixtures and grounds...... 597,224.18 
SIOCKS: ONG WAABTV CS 6.0 3:66 0100.0 600 0 «'s 82,926.48 
Roadway tools and supplies......... 42,020.00 
Work equipment, repairs............ 7,251.33 
Work equipment, renewals.......... bs Hy IB gd 
Work equipment, depreciation....... 34,242.00 
EmSUEICS LO DOPBONE ..<.. ~ .'s.0\<.0.0.4:0.6 6001 13,268.05 
Stationery and printing............. 4,986.64 
eee ee ae ee 93,375.93 
Maintaining joint tracks, yards, etc.. 106,500.49 

Total maintenance of way and structures....... 

Transportation Expenses— 

eS Se ieee $306,878.69 
DRBDAT CHINE EPBINE  ...6i5: 00:02 0.040000 8 156,866.82 
Station employees ..........eeceees 4,441,536.37 
ee Ree 20,422.83 
ROORE NE OPE MAOOEG. io. 0:0 4.0 00:00:08: 5.00% 65,773.26 
Station supplies and expenses....... 359,342.47 
Yard masters and their clerks...... 381,691.47 
Yard conductors and brakemen...... 1,024,104.24 
Yard switch and signal tenders..... 225,675.65 
Yard supplies and expenses......... 1984.36 
WOT POUGMOINON. oo s.a ssioieicc ens e555 539,963.34 
Enginehouse expenses—yard ........ 114,744.57 
Fuel for yard locomotives.......... 801,183.69 
Water for yard locomotives......... 41,710.86 
Lubricants for yard locomotives..... 15,810.06 
Other supplies for yard locomotives. . 13,217.03 
Operating joint yards and terminals. 340,489.74 
(Opersrine JOM: TACKS. ......6 600.050 0:0% 14,180.58 
DANS IRENE! Be Bio nse 3:60 50 se isp wwe 6 i8s0 so. 58,109.73 
READE PP UTROMIOTI: soca oi, 6 0 50's 06:9 9:08 2,006,891.23 
Enginehouse expenses—road ........ 582,821.52 
Fuel for road locomotives........... 4,515,050.36 
Water for road locomotives.......... 281,406.37 


Lubricants for road locomotives.... 
Other supplies for road locomotives.. 
Operating power plants............. 
Purchased POWEP 2... 6 sccccccccees 
BRA EPAUION: -.. «250-515. <0 0:00 40's 9 90% 
Train supplies and expenses......... 
Interlockers, block and other signals, 
COL) ee eR eye er er 
Crossing flagmen and gatemen....... 
Drawbridge operation ............-- 
RSA AV IIUEES «5 56:55 4910. 0:0.0 aie wie edie 9:0 
Telegraph and telephone............ 
Operating floating equipment........ 
Stationery and printing............ 
DR RAPE is. 6S ofa 20 on 10 8 wi 0'e 0 0s 
Loss and damage—freight.......... 
Loss and damage-—baggage.......... 
Damage tO PLOPELLY.. 20.00 .c6s0c ccs 
Loss and damage—by fire........... 
Damage to stock on right of way... 
Injuries tO POTSODB..... ...002cveevves 
Boston harbor transfer............. 


Total transportation expenses....... 


Maintenance of Equipment— 
Superintendence .........ceeccsevee 
Steam locomotives, repairs.......... 
Steam locomotives, renewals......... 
Steam locomotives, depreciation..... 
Electric locomotives, repairs........ 
Passenger train cars, repairs....... 
Passenger train cars, renewals...... 
Passenger train cars, depreciation... 
Freight train cars, repairs.......... 
Freight train cars, renewals........ 
Freight train cars, depreciation...... 
Electric equipment of cars, repairs.’. 
Floating equipment—repairs ....... 
Floating equipment depreciation..... 
Shop machinery and tools..:........ 
Stationary engines in shops......... 
Power plant equipment............. 
SMIGTICS 10 METHODS... 2.52 sees eecce 
Stationery ‘and printing............. 
Ue Oe a ner eae 
Maintaining joint equipment at ter- 

RRNNN EDS so sik W's oie ie ie a oe ies ee etree 
Equipment borrowed .............-- 


Total maintenance of equipment.... 


Traffic Expenses— 
BEperiMtCNGeNCe .... <2 cc cc ccc scccers 
eS ee er ear 
ee rere ere 
"TERING BEBOCINTAODE. .. «<0 swiesidie osc 
Stationery and printing............. 
RDERGY CKDATBOS: oo nes ose sane w sess 


TOtA) TPAMC EXPENSES. «2. <seicisccve 


General Expenses— 
Salaries and expenses of general officers 
Salaries and expenses of clerks and 
ER eer ee 
General office supplies and expenses... 


83,669.55 
67,261.48 
127,111.93 
39,986.15 
2,542,576.19 
609,391.31 


548,641.92 
394,785.26 
56,062.79 
66,571.33 
159,959.15 
748,917.54 
252,118.40 
589,437.34 
348,654.57 
3,738.39 
30,046.32 
113,671.24 
2,280.56 
522,076.82 
5,690.20 





3836.10 
161,838.98 
24'960.26 
1,082,442.33 
4,785.38 
88,395.00 
1,143,457.21 
91,306.29 
538,541.96 
49,658.40 
307,233.35 
72,109.18 
158,282.92 
125,277.23 
20,490.62 
13,152.58 
2,124.61 
219,336.90 


781.56 
426,327.72 


ee eee ee eene 


$202,933.30 


531,990.23 
37,334.38 


5,983,825.90 


23,625,503.68 


6,913,169.06 


311,224.06 
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AB AV MOLD ODODE, Do:l5.0:5i21s/a/a-9 0% slo-e weis 6 ore a6 248,268.99 
BEBUERD CO. Feit toy aire cin a. '610\5,5/.6/0)9vk phate.aicre 108,599.25 
OTANI SS nasere ocater cisranatere’eteceak ocioie aie 80,943.47 
Stationery and printing............. 60,383.13 
ROEMCI CR DOMMER so <:0.0:0 5.0.5.6 Cook oo ees 83,065.17 
General adm. joint tracks, yards and 
DONIIUIER ED ao oss os sahctase-ey Sala woaiecels 26,316.73 
Total general expenses........ ae nee he pica eots 1,379,834.65 : 
Total operating expenses......... eisiaveuslio gist aes $38,213,557.35 : 
Net operating revenue...... esah eels aieteietensccracunsxsver eae $14,836,589.91 
Statistics. 


Passenger Traffic— 








Number of passengers carried earning revenue... 75,555,969 
Number of passengers carried one mile.......... 1,399,706,539 
Average distance carried, miles... .6..6+00s00. 18.53 
T’l passenger revenue (excl. mails, express, etc.) $23,003,115.93 
Average amount received from each passenger... -30445 
Average receipts per passenger per mile........ -0164¢ 
Total passenger service train revenue.......... $26,279,301.00 
Passenger service train revenue per mile of road. 12,836.95 
Passenger service train revenue per train mile... 1,66466 
Freight Traftic— : 
Number of tons carried of freight earning revenue 18,851,844 
Number of tons carried one mile............... 1,787,661,842 
Average distance haul of one ton, miles........ 94.83 
Total freight revenue (excluding miscellaneous).. $25,281,434.85 
Average amount received for each ton of freight. 1.34105 
Average receipts per ton per milé...... 6 s.00 6002 -01414 
Freight revenue per mile of road....... Sok euaNay ena $12,349.51 
Freight revenue per train mile............see0. 3.43049 
Total Traffic— 
Operating TOVERUES: - ois 2+ e/e'si'e 6 occ cesisio'sesinwe - $53,050,147.26 
Operating revenues per mile of road............ 25,914.02 
Operating revenues per train mile........ sence 2.3089 
PCEREINS EO OREOR: 6, e cscs. a<cce-0: ¢-0)cie d:0ie-a eins ace 40 $38,213,557.35 
Operating expenses per mile of road............ 18,666.62 
Operating expenses per train mile.............. 1.6632 
INCE ODELATING POV ORG. 6. 5.66600 6:6) :0 oleieiale\sialaie cre ec $14,836,589.91 
Net operating revenue per mile of road......... $7,247.40 
Train Mileage.—Revenue Service— 
Miles run by PAassenwer CAINE. <oosids 6scGis cess 15,606,114 
Midles FUNDY “TLGICRt EVAIOS.. 5050.0 5:0 6 cs. 00.8: 5 olor 9-0: 7,189,200 
Miles: ran: Dy DiTKO TlAINS. 5 os. 6:0:6 0 00:6 0/6 0:80 08 38 180,424 
Total reyornte train: MUO ...o.6s.dscciseieiorwse 22,975,738 
Non-revenue service train miles................ 1,254,978 be 
Grand: total train mileace s...<..6.sc.6is/c sasisiesiores 24,230,716 
Car Mileage, Etc.— : 
Mileage’ Of paBSENSer CAVE ois 66:36 oe ldaie eh ee wlece 71,794,131 


Mileage of loaded freight cars—north or east.... 79,925,550 


Mileage of loaded freight cars—south or west... 49 


Mileage of empty freight cars—north or east.... 17,538,922 

Mileage of empty freight cars—south or west... 44,020,87: 

Average number of passengers per car mile...... 9.49 
Average number of passengers per train mile.... 88.66 
Average number of passenger cars per train mile. 4.54 
Av’g number of tons of freight per loaded car mile 13.78 
Average number of tons of freight per train mile 242.57 
Average number of freight cars per train mile... 25.95 
Average number of loaded cars per train mile... 17.59 
Average number of empty cars per train mile... 3d 
Average mileage operated during year......... 2,047.16 


Improvements and Betterments. 





PPPALROREREC (01's ce cscislecise aie oes cee eae eae 
New Bridges — 
AGWANG 5 voris''s-9:6) «aise aiavecersle lh; 6/éieue pisierelers - «+» $97,970.49 
BELAULOLA 26sec se scees aravacecere SSeecccvces OO;Ge0,05 
PUMEUA. osegcete 0 aielovanw ates luneutitacion cone 48,162.55 
Shepaug Bi aiatl) ai.0'70/'9, (ope ianarayai al er0 1p GHGKE wconekoronerorsiom 24,534.08 
RERGRY WDIRCOR = crass. 50S o.6ialscaa/eren Gis aul eine 70,478.71 
New: Haven: cut Improvements... «666 s0s:0609:5 06.000 
WOtCEDUPY,-INIDPOVEHICRES. «0.6/6.6 60+ 6.06 5.5 6.86 Hewes Renee 
Second track, Western: GiIVISiON «6.666.666 oc o:s 8.0 0:00 aresereev 
RSA RI TES RORINIR ooo ore eis ovine: toh 96 ane '600) ww alter'el nis.8 13a A-s sees kee 
MANO RAINCE BUIRINOE cd 55.5 oa se5's8a a paiiakel 50 ds os) Aiea CRASS ce 
Biectrification of New York division... .<...0. 620.6606 sie<s: 
FOMMINATION. STAG: CLOBSIMOB,. 6:6 6:56:60 60:0 6:0)i8 5:8 05000: 4.0! aeeueie 
Wedoalawn,: IN. y.5) AMDEOVEMBDIG 5 6-0. 6 :0:9:6:cere Giare eavecevee 
West Roxbury-Needham improvements 
DPOPrINFtON AMPTOVEMENUS 6.6.6 6 66.5 os ers siesis 5 ee : 
PRY MAR RIAES vio mashateccrat oo: o\-erverel os ails Fane %0o.0ioiekoverersher ees sie) Baha toners 
SUIT TMIEOVOMICINEG 6:(5:560.056°5 6 426 0x00 6 bcs 0°ers'rere a aves oats 


New equipment, consisting of 71 steam locomotives, 9 
electric locomotives, 106 coaches, 24 parlor cars, 17 
composite, 13 baggage, 6 sleeping, 5 milk, 4 diners, 
3 postal, 5,462 box, 4,500 coal, 650 flat, 22 box cars 
CONVETECH S100" CHDOOBES 6 6. esecc:s:5:0-0:0%0 ssw bios o e'e Gr e/ie 6 si 


762,018 


$445,908.46 


294,971.51 
587,583.90 
519,572.46 
382,777.04 
215,456.07 














Pet RSE 


a a caSES + 





27,757.76 
440,911.95 


"$5,417.411.36 





: 





Total Sted PAM TORA,. oo. cisbcsieseteaiéid's d/o b wieieiote ole 


Double tracking -Btrect TATWAYE oo. 5 6isc6 cease ace eas Seis 
Betterment of track, additional weight of rails. etc.... 
I 2 OMNIA ois 5s a 51a lo stn 1s Sate: e ITS: wire Ok) Med erTone 
FUP UNTD REY. DINOS 60 aie shia a. agree ous’ eras nla dialed eboree 
WMRACEINAREUL IDOIPOR 6. 5a sous sas 06.0: a aloe! aire wie ais)-e renal or ahaieyaree 
PUISOO TI EANMOOOTAES, cc. aha. eo Sew a's a5 wh. RRS LSS lw are ois ahessionels 


$21.488,373.25 


$73,193.31 

63,417.24 
476,922.30 
159,035.01 
436,587.91 
216,446.83 


—1,425,602.60 


New equipment, consisting of 48 open cars, 110 closed 


cars, 19 work cars, 12 snow plows and 1 rotary sweeper 1,063,827.76 











GERI RERRRE TRIER 56.5.4 seives s0 356.9. were oe ers Oe ieee $2,489,430.36 
ASSERTS ie s-4 Gucs arden este Berane Slew aiarele eae ieee erotete $23.977,803.61 
These expenditures have been charged to— 
DGSt OL DRODGEUY <5 010s o1a1s 0. 4/01 pie eiererate aheveiausten hea iecstocs $6,843,013.96 
RUN WEMNAROSN Go oa 15% 5k 0'-0s'5'- aire 0 wile Vo Las pores aleve) nselieovonete lorem PRET 15.555,525.66 
POUCH GI goo vo-5- 0.1905 40-0 ware & queers: wilecnoreaess eoeracer ete 1,579,263.99 





$23.977,803.61 


Sos 


























sata 
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RAILROAD AGE GAZETTE. 


THE NEw York, New Haven & HARTFORD RAILROAD COMPANY, AND COMPANIES BoTH CONTROLLED AND DIRECTLY OPERATED. 
General Balance Sheet, June 30, 1908. 


Assets. 


Cost of properties— 
Railroads owned and operated...... $138,359,459.83 
Railroad and floating equipment. . 49,415,637.71 
Street railroads and equipment, ‘in: 
cluding investments in Rhode Island 
Co., Connecticut Co. and New York 
& Stamford WEG (COR a ccceseeaa es 58,533,366.97 





CY 


Investments in stocks of leased companies not con- 
trolled (Exhibit I.) 


Investments in and advances to other companies 
wholly owned. (Exhibit. 17.)..... 2:00. cccsccpeocceces 
Other investments and advances (Exhibit III.) SS eiaiens 


Real estate at Park square, Boston, and South street, 
New Work, Held: 0m Gales 65. cic cccisccscevseacas 
Advances to leased companies, not controlled, for im- 
provements and betterments aaa or to be 
written off over terms of leases. 
Materials, fuel and other supplies. . 


ee 


Current Assets. 
Agents’ and conductors’ balances.... $2,019,449.56 
Accounts and Bills Receivable— 
Traffic balances .... $325,335.28 
Miscellaneous accounts 4,340,955.74 





Bills. receivable....... 6,553,782.26 
— — 11,220,073.28 
Marketable stocks and bonds (Ex- 
c ~ BW ON seis ctor oid-eietapcroenrciace ood alerts 4,433,151.00 
ash— 


In banks and on hand. $19,571,741.83 
On special deposit for 
payment of interest 


and dividends...... 3,581,537.56 


23,153,279.39 








Assets in Special Funds. 


$1,188,598.32 


Insurance fund (at. cost) ..6.....0ce0% 
800,636.36 


Accident and casualty fund (at cost). 
New Haven & Northampton Co., sink- 


ing fusid (86 GOSL) «<<. 066 cc wesoces 935,172.08 
Harlem River & Port Chester R. R. Co. 
first mortgage bonds, special deposit. 247,520.00 
Connecticut Ry. & Lighting Co. sink- 
255,814.07 


ing fund 


Cr 





Deferred ‘Charges to Income— 
Pier rentals, prepaid insurance, etc............. 


$246,308,464.51 
9,205,642.19 


27,741,230.49 
27,246,155.78 


5,210,000.00 


3,843,523.48 
4,595,170.43 


40,825,953.23 


3,427,740.83 
94,354.84 


$368,498.235. 35.78 





Liabilities. 
CADAEIMIONE oo ac occ wok ianaseaes $121,878,100.00 
RACH OSM CRORE Bo. o.c'e ciciae qa wecieees 23,982,400.00 
Funded Debt— 
N. ¥.. No BE & H.R. Co. —_~. 


tures, including Pe A of 

merged roads assumed (Exhibit V.).$173,595, 
N. ¥., NS. EB & H. R. Co. bonded 

debt, including an of merged 

roads assumed (Exhibit VI. . Meep 
Bonded debt of constituent railroad 
companies (Exhibit VII.) 


750.00 


56,849,000.00 
2,108,000.09 





Reserve for equipment and personal property taken 
CUGE) - WLI IONOG goals a5 oc cc acs iac wslecnaeidiwens es 


Current Liabilities. 


Wrath DAMNCtR sc ericecennnelawaws $2,507,154.44 
PEGGHCG) VOUCHOEE co oic ccd ec weionecce 4,354,239.76 
PMG POON 6 6 o's oes wenmeewiwvacdows 55,700.00 
Miscellaneous accounts payable....... 333,421.49 
WING WERON re acc cc kcee Hatecos neue 210,092.77 

Reserve for insurance and accident 
CUE Cece c eee ce tecacuvesnedaas 587.561.30 
Rentals of leased lines accrued....... 202,940.25 
Interest due or accrued............. 3,714,419.12 
1 "982/460. 38 


Dividends due or accrued............ 





Special Funds. 


PHBUURNEE SUNG oo 88 cdc os eae eews $1,012,933.64 
Accident and casualty fund...... 259,148.00 
New Haven & Northampton Co. sink- 

TBMPRUMNGR cc che accacdae dente neee sc 935,172.08 
Connecticut Ry. & Lighting Co. sinking 

REG SHECIRE LUNEB se. 6c kc mec deems nee 332,156.23 


Equipment replacement fund......... 1,971,413. 18 





EOE GU OME BECO 5 oo 5 ccd civic woleecanceenvennees 
Contingent Liabilities : 
Joint liability with other roads for any deficiency on 
foreclosure of bonds of the Boston Terminal Co. ; 
Guarantee to repay preferred stock of the Spring: 
field Railway Companies $3,387,950.00, and of the 
New England Investment & Security Co. $4,000.- 
000.00 at 105 on liquidation: 
Guarantee of principal and interest of the deben- 
tures of the Providence Securities Co. $19,989,000 ; 
Guarantee of principal and interest of the gold 
debenture of the New England Navigation Co. in 
ease of termination of lease of the Old Colony 
Railroad Co. $3,600,000.00. 


$97,895,700.00 


232,552,750.00 
7,630,482.96 


13,947,989.51 


3,610,823.13 
12,860,490.18 


$368.498.235.78 


We have examined the bocks of the New York, New Haven & Hartford Railroad Company for the year ending June 30, 1908, and we 


find that the annexed balance sheet and relative income and profit and loss accounts are correctly prepared therefrom, 


including as invest- 


ments the company’s interests in companies wholly owned but separately operated and including in income only the dividends declared on 


these investments. 


On this basis we certify that these statements are in our opinion properly drawn up so as to set forth the true financial 


condition of the company at June 30, 1908, and the correct results of its operations for the year ending on that date, and that full provision 
Price, WATERHOUSE & Co., 


has been made for the maintenance of the property. 
54 William street, New York City, September 11, 


1908. 


Chartered 


Accountants. 








BROOKLYN RAPID TRANSIT CO.—REPORT OF THE BOARD OF DIRECTORS TO THE STOCKHOLDERS 
FOR THE YEAR ENDING JUNE 30, 1908. 


85 CLINTON STREET, BROOKLYN, N. Y., September 1, 1908. 
Comparative Statement of the Results of the Operations of the 
Brooklyn Rapid Transit System for Years Ending June 30, 














1908-1907. 
reas r 
1908 1907 iecruane 
Gross earnings from op- = 
OPNUIGR. 62 co sncocec eros 19,870,566.55 $19,381,587.15 $4 ie 979. 40 
Operating expenses 11,939,578.59 11,465,704.76 473,873.83 
Net earnings from op- see Os 
CBRMIOH o.s.5 «coves ea 7,930,987.96 7,915,882.39 15,105.57 
Income from other sources 677,823.94 555,165.93 122,658.01 
otal Meanie: s:5 soc ss. 8,608,811.90 8,471,048.32 137,763.58 
Less taxes and fixed 
COREPOE © ii. de cie sa cae 6,534,938.62 6,026,386.72 508,551.90 
NOE ARCOME accra sieidccte'e 2,073,873.28  2,444,661.60 — 370,788.32 
Out of which was taken 
for betterments and 
additions to property 229,781.18 442,063.37 — 212,282.19 
1,844,092.10 2,002,598.23 — 158,506.13 


Surplus for the year... 


Add for judgment recov- 








ered from city of 
New . York account = 
wire privileges 39,798.33 — 39,798.33 
~~ 4,844,092.10  2,042,396.56 — 198,304.46 
Surplus at June 30, " 
FEGE-1G0G ni cccewes 3,734,006.48 2,075,562.81 1,658,443.67 
Surplus June 30, 1908, | 
and June 30, 1907.. 5,578,098.58 4,117,959.37 1,460,139.21 
Of this amount there has 
been appropriated : 
In depreciation ad- = 
jJustmentsa ....... 12,127.65 — 12,127.65 
For discount on 
bonds sold ...... 1,457,173.42 371,825.24 1,085,348.18 
In depreciation in 
securities compris- 
250,835.00 


250,835.00 
16,630.26 


: . 1,724,638 38.68 


ing guaranty fund 
Old accounts writ- 
ten off, ete....... 


Total appropriations 383,952.89 





Balance surplus June 30. 


708, and June 30, 07 3,853,459.90  3,734,006.48 


16,630.26 
1,340,685.79 








119,453.42 











VoL. XLV., No. 19. 

















1128 RAILROAD AGE GAZETTE. 
Divisional statement given below shows comparative gross earnings for the last three fiscal years: 
P : 1908 1 Increase Per Cent.* 1906 Increase PerCt.7 
tations Bias faite. tutte tas vle chine ine oasis ah amis ia tia cee a oh $11,543,992 $11,323,084 $220,908 1.95 $11,531,125 $12,867 ae 
Rievated, and Bride... : ..ccc2cccccwse 7,386,172 7,120,899 265,273 3.73 6,055,597 1,330,575 21.97 
Preignt. express, mail, cte..... 2.0060. o0es e's 785,198 789,180 — 3,982 — .50 740,799 44,399 5.99 
TIWEETAMIE Geocoin eeeisis's op eins one oe \s'o0 155,205 148,424 6,781 4.57 145,807 9,398 6.45 
ME cipnias Sais stad wean eS Ae bwa yo eee we $19,870,567 $19,381,587 $488,980 2.52 $18,473,328 $1,397,239 7.56 





*1908 over 1907. 
71908 over 1906. 


The following is a comparative statement of gross earnings from operation for seven years beginning July 1, 1901, and ending June 


30, 1908: 
Year ending June 30, 

rr rere $12,510,622 

SORNEG © 21 isisiea laze woot ioe ea lave uso Sate 13,280,321 

SE. 6 oeeunis b wwe ewes ener 4,755,15 

REMENN <os sion oso ails a Bele nip iia 16,333,444 

BENS acu cries sito acess 18,473,328 

RE a see ae eRe 19,381,587 


BOB 65 caine pasta wines eS wipiereceree 19,870,567 


Increase over previous twelve months, 
5.13 per cent. 
6.15 ee 





Summary of Construction Expenditures Brooklyn Rapid Transit 
System, Fiscal Years see 


908 1907 
Baie OP WRG. ois bok ackweisecake sore sine $25,177.32 $84,784.72 
Track and roadway construction........ 1,607,618.11 1,934,453.57 
Electric line construction.............. 529,795.80 495,688.36 
Se ee er er er eae 48,117.30 37,367.20 
Buildings and fixtures......... 2.00200 465,501.51 728,209.56 
POEL IBIIG 55 ws oe 0 5slwe o's e's eis seis 08 1,948,252.38  1,434,318.86 
Shop tools and machinery.............. 11,150.35 134,623.73 
Cars and electrical equipment.......... 1,821,970.47 762,787.39 
Miscellaneous equipment .............. 1,052.65 13,166.48 
BEIBCCHANEONS 2 once cs vcccccseovecvsces 18,323.14 77,786.17 


$6,476,959.03 $5,703,186.04 


The total earnings from operation of the entire system for the 
twelve months ending June 30, 1908, were $19,870,566.55, an increase 
of 2.52 per cent. over the previous fiscal year. 

The percentage of operating cost to earnings, including special 
appropriations for additions and betterments to the property was 
61.25 per cent. as compared with 61.42 per cent. for the previous 
year. 

The net earnings from operation, deducting improvements and bet- 
terments, were $7,701,206.78. 

The net surplus, after making all deductions, as shown on pre- 
ceding page, was $1,844,092.10, equal to 4.10 per cent. on the capital 
stock of the Brooklyn Rapid Transit Company. 

There were carried 515,184,967 passengers for the fiscal! year end- 
ing June 30, 1908, an increase of 3,345,530. 

The average gross earnings per passenger were 3.67 cents. 

The average cost per passenger carried was 2.25 cents, leaving an 
average net per passenger of 1.42 cents, from which must be taken 
all charges other than for operation. 

The average number of cars operated daily for the twelve months 
ending June 30, 1908, was 2,203, an increase of 5.2 per cent. 

The average gross passenger earnings per car-mile were 25.7 cents, 
as compared with 27.0 cents for the fiscal year ending June 30, 1907, 
a decrease of 4.8 per cent. 

The total trips run for the fiscal year ending June 30, 1908, was 
6,148,774, an increase of 4.3 per cent. over corresponding period 
of 1907. 

The daily average passengers per car for the fiscal year ending 
June 30, 1908, was 639, a decrease of 4.6 per cent. over the cor- 
responding period ending June 30, 1907. 

The increase in damages and legal expenses is attributable to the 
disposal of a much larger number of impending cases and claims 
than in the preceding year. Accidents of car collisions decreased 
37 2-10 per cent.; car and vehicles, 23 1-10 per cent.; boarding and 
lighting, 9 3-10 per cent., and from negligence in handling cars 
8 3-10 per cent. 

IMPROVEMENTS AND ADDITIONS TO PROPERTY. 


ROLLING STOCK. 

New Equipment.—Additional elevated motor and surface closed 
passenger cars, one hundred (100) of each type, the orders for 
which were referred to in last report, have been received and placed 
in service. One (1) steel motor car for elevated service has been 
received and will be placed in service early next fall. 

No additional cars were ordered during the year. 

Surface Car Vestibules.—All surface passenger cars are vestibuled 
as required by law, 296 cars having been thus equipped during the 
past year. 

POWER PLANT. 

Power Stations.—The extension of the Williamsburg power station 
building to accommodate the additional units contracted for last year 
is practically completed. The capacity of the station has been in- 
creased 12,000 k.w. by the installation of one 10,000 k.w. turbo gen- 
erator unit and the enlargement of one 5,500 k.w. turbo generator 
unit to 7,500 k.w., and the necessary auxiliary equipment in connec- 
tion therewith has been installed. 

Two additional high-tension feeder equipments and one additional 
set of exciters have been installed. 

The enlargement of the Williamsburg power station and construc- 
tion of additional sub-stations has enabled the company to discon- 
tinue the regular operation of the Third avenue and 39th street 


power stations. These plants, however, will serve as reserve stations. 

The operation of the Brooklyn bridge power station has been aban- 
doned and the property turned over to the city by reason of the dis- 
continuance of local service on the Brooklyn bridge railway. 

Sub-stations.—Six (6) sub-stations were completed and put in 
operation. 

The capacity of the bridge and Canarsie sub-stations has been 
increased by 3,000 and 1,000 k.w. respectively, the former building 
having been enlarged to: provide for an ultimate capacity of 13,000 
k.w. The construction of proposed sub-stations at Wyckoff avenue and 
Palmetto street, Ridgewood, and 88th street and Fifth avenue has not 
yet commenced. 

Subway Conduits and Feeders.—2.25 miles of underground conduits, 
or a total of 17.5 miles of duct were constructed; 3.88 miles of high 
tension feeder cable and 3.31 miles of low tension feeder cable were 
installed in subway conduits. The length of overhead feeder wires 
was reduced by 8.5 miles, 63.5 miles of cable having been removed 
and 55 miles of cable erected. 127 miles of trolley wires were erected. 


ELEVATED TRACK IMPROVEMENTS. 

Williamsburg Bridge.—The connection between the Broadway ele- 
vated and the bridge structure on the Plaza has been completed and 
tracks laid thereon. Test elevated trains have been operated over 
the Williamsburg bridge, and it is expected that the Manhattan 
terminal will be completed during the early fall and through service 
established. 

Brooklyn Bridge——Improvements in the Manhattan terminal were 
completed and through service inaugurated on January 26, 1908, dur- 
ing all hours. On the same date the local service was transferred 
from the bridge railway to the surface tracks on the roadway. The 
track lay-out at the Brooklyn terminal and in the bridge yard has 
been re-arranged for the better handling of trains. The elevation of 
the surface tracks entering and leaving the bridge has been under- 
taken by the city and is now nearing completion. This will eliminate 
traffic congestion in Sands street, at the entrance to the bridge, and 
greatly facilitate the movement of surface cars. 

Structural Re-painting.—The work of cleaning and _ re-painting 
15,000 lineal feet of elevated structure was completed. 

Renewal of Tracks.—Twenty-six (26) pieces of special track work 
have been renewed, and the running rails on Brooklyn bridge have 
been relaid with the company’s 80-lb. standard. 

Interlocking Signals.—Electro-pneumatic interlocking signals have 
been installed at three points, viz., on the Brighton Beach line at 
King’s Highway, at the Park row terminus of the Brooklyn bridge, 
and on Broadway elevated structure at the Williamsburg bridge con- 
nection. Work is progressing on a similar plant at the Brooklyn 
terminal of the Brooklyn bridge. 

Mechanical signal plants have been provided on the Brighton 
Beach line at Church avenue and at Neptune avenue, at the Metro- 
politan avenue terminus of the Lutheran cemetery railroad, and at 
the Broadway ferry terminus of the Broadway elevated line. 

Station Improvements.—The elevated structure in Flatbush avenue 
at the Long Island railroad terminal has been raised 4% ft. to 
provide for additional stairways, to accommodate the increased traffic 
due to subway operation. 

Station buildings and platforms have been constructed on the 
Canarsie line at Rockaway and Flatlands avenues, thus enabling the 
collection of fares by ticket agents. Four stations have also been 
erected on the Lutheran cemetery line, viz., at Covert and Forest 
avenues, Fresh Pond road and Metropolitan avenue terminus. 

Brighton Beach Improvement.—The work of eliminating grade 
crossings on the Brighton Beach division, between Church avenue and 
Brighton Beach, and the four-tracking of the line is substantially 
completed, and service was inaugurated on the express tracks on 
May 30, 1908. 

The reconstruction of that section of the Brighton Beach line 
between Fulton street and St. Marks avenue is complete. The sta- 
tions at Brighton Beach, Ocean Parkway and Culver terminal have 


been remodeled to enable the collection of fares by ticket agents. 


SURFACE TRACKS AND STRUCTURES. 
Brooklyn Bridge.—Surface loops were constructed at the Brooklyn 
terminal and local trolley service inaugurated January 26, 1908. 
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A temporary track has been constructed across the bridge property 
near Tillary street, connecting Fulton street tracks with those of the 
Coney Island and Brooklyn railroad, pending completion of the im- 
provements for operation of surface cars on the bridge structure. 

Williamsburg Bridge.—The subway terminal at the Manhattan end 
is completed and surface cars are now being operated therefrom. 

Livingston Street and Lafayette Avenue Extensions.—4,450 lineal 
feet of double track were constructed in Livingston street, between 
Court street and Flatbush avenue, and in Lafayette avenue, between 
Flatbush avenue and Fulton street, with connections at Court street, 
Boerum place, Flatbush avenue, and Fulton street. 

2.400 lineal feet of double track have been relaid in Fulton street, 
between Court square and Flatbush avenue, these tracks being laid 
on steel ties embedded in concrete. 

%8 pieces of special track work were renewed. 

Freight Sidings.—Six (6) sidings were laid for handling of freight 
business, and arrangements entered into with the Long Island Rail- 
road Company for the interchange of freight near Gravesend avenue 
at Parkville, 

Welded Joints.—Twelve and six-tenths (12.6) miles of single tracks 
have been electrically welded: 4.94 miles of double track improved 
pavement have been laid. 

Grade Crossings Eliminated.—The improvement of the Bay Ridge 
division of the Long Island Railroad has eliminated the grade crossings 
at Ocean and Rockaway avenues. 

Curbing of Gravesend and Ocean Avenues.—The tracks on Gravesend 
avenue have been brought to the new grade established by the city, and 
curbing is being installed outside of the tracks to define the right-of- 
way and eliminate interference by street traffic, confining all vehicles 
to regular street crossings. Similar improvement is being made on 
Ocean avenue, between Avenue G and King’s Highway. 

Eighty-sixth Street Improvement.—A substantial change of grade in 
the tracks on HKighty-sixth street, between Thirteenth and Seventeenth 
avenues, involving a fill of approximately 30,000 yards under the com- 
pany’s tracks, has been completed. 

New Buildings —The Maspeth depot, including repair shop and 
office quarters, was completed and occupied early last fall, the old 
depot building having been removed and storage tracks constructed on 
its site. 

Buildings to provide quarters for track and line departments, store- 
room, stables, etc., on Nostrand avenue at Carroll street, are nearing 
completion. 

An inspection building for elevated equipment at the intersection of 
Lutheran Cemetery railroad and Fresh Pond road was completed and 
equipped, and has been in use since last fall. 

Canarsie Storaye Yard.—Additional car storage tracks have been 
installed at the Canarsie depot. 

Eastern Power Station Dock.—Yhe timber and pile dock in the rear 
of the eastern power station is being reconstructed, and the timber ash 
pocket will be replaced with a steel and concrete structure. 

CAR OPERATION. 

Surface Car Operation.—The opening of the subway to Flatbush ave- 
nue and the construction of the Livingston street and Lafayette avenue 
tracks and Tillary street connection has necessitated the re-routing of 
several surface lines. Certain cars are now operated to the Borough 
Hall and Fourth avenue loops, which formerly ran through to Park 
Row, Manhattan. Avenue C service, discontinued last year by reason 
of the Brighton Beach improvement work, has been resumed. 

PUBLIC SERVICE COMMISSION INVESTIGATION. 

The Public Service Commission for the First District, created under 
the law enacted by the legislature of 1907, began investigation of the 
companies comprised in the Brooklyn Rapid Transit system shortly 
after taking office at the opening of the fiscal year. 

A corps of accountants in the employ of the commission was as- 
signed to the work, and for a period of three months occupied quarters 
and had free access to the records in the general offices of the com- 
pany. During the same period public inquiries were conducted by 
special counsel of the commission at sittings presided over by one or 
more members of that board, at which questions bearing on the finan- 
cial history of the companies in the system from their beginning down 
to date of inquiry, their relations to the holding company and each 
other, capitalization, character of leases, extent of ownership by the 
Brooklyn Rapid Transit Company and how acquired, methods of ac- 
counting and operation, physical conditions, ete., were thoroughly gone 
into. .The commission had the fullest co-operation of the company 
throughout the investigation, which fell short of being completed, if at 
all, in that no public announcement of the commission’s findings was 
made at the conclusion of the proceedings. It is gratifying, however, 
to be assured that the result was altogether favorable to the system, 
by. among other things, imparting to the public a fuller knowledge of 
its operations, financial affairs and policy, than would have been other- 
wise possible, and so clearing away many false impressions which had 
become more or less fixed in the public mind. 

TRAFFIC CONDITIONS. 

It will be noted that the general business depression is reflected in 
the earnings of the company. From an almost unbroken daily record 
of increase, running through more than five consecutive years and 
keeping pace with large expenditures for improvements, there has come 
a falling off of gross earnings beginning with the last quarter of 1907 
and increasing with the downward trend of conditions generally 
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through the balance of the fiscal year. While the loss is distributed 
over the entire system, it is more acutely felt during the summer 
months on lines serving seaside resorts. 

The opening of the subway for regular operation between Battery 
Park and the terminus at Flatbush and Atlantic avenues has some- 
what affected the revenue of certain lines, but no materially harmful 
results to the business of the company were manifested and none are 
expected from this addition to the lines of communication between 
Manhattan ané@ Brooklyn. 

However seriously the prevailing depression may for the time being 
affect the business of the system, full restoration and the continued 
growth of traffic demands in Brooklyn are as certain as the operation 
of any natura} law; but whether the whole local transit situation of 
Greater New York is not seriously imperiled by the trend toward zero 
of net per passenger carried is a question of vital importance to the 
companies coneernea@ and to the public dependent upon them for con- 
tinued development of transit facilities. 

For some years past, through mergers, leases and other forms of 
combination, segregated lines have been coming together into large 
systems, unquestionably to the very great advantage of public travel, 
whatever may be said concerning the movement in other respects. 
Encouraged by the rapidly increasing demand for more and better loca! 
transportation, and the assumption that the gross rate of five cents 
for the carrier could be substantially preserved, enormous expenditures 
have been made in the improvement of existing facilities and creation 
of still more costly means of transit, and these vastly enhanced con- 
veniences turned to public use without increase in the rate of fare. 
On the contrary, through the growth of transfers the average gross 
return per passenger has been decreasing until the cost of transporta- 
tion supplied per capita and the amount received for it have come un- 
pleasantly close to each other. It is obvious that these conditions 
cannot continue without serious results alike to the public and the 
transportation companies. 

If private capital is to be the means of further transit development 
in this city, the investor must first be assured of the safety of his 
money and a reasonable return thereon. The case is exceptional where 
this can be given on the present margin between cost and, after trans- 
fer dilution, amount realized per passenger carried. 

The welfare of the public to the extent that it is dependent upon 
local transportation, as well as that of the corporations which are 
expected to supply it, would be promoted by the mutual recognition of 
a situation, the undeniably discouraging aspect of which in its bearings 
on the question of future development must become evident to those 
who will give it patient and intelligent examination. 

BRIDGE TRAFFIC. 

The trackage over the two East River bridges now in service, while 
constituting a part of the operating routes of the many lines con- 
verging at the Brooklyn termini, is distinguished from the rest of the 
system by inherent conditions both troublesome and costly to deal 
with, from the operation of which no adequate revenue return is de- 
rived. The relative importance of this distinctly peculiar feature of 
your company’s situation increases with the opening of new bridges 
and growth of traffic between Brooklyn and Manhattan. Over 12 per 
cent. of the 73,674,770 total car miles during the last fiscal year, or 
about 9,000,000 ear miles were made on the two bridges. This very 
considerable part of the total car movement was through a traffic 
desert, save the comparatively small receipts in half-fares from pas- 
sengers riding between bridge ends. In other words, the Brooklyn 
system, after running its cars to the boundary of its traffic territory, 
adds an average of about 12 per cent. actual service at greatly in- 
creased relative eost without extra charge to the passenger. 

During the fiseal years 1900 to 1907, inclusive, after crediting the 
account with all revenue from local bridge traffic the Brooklyn system 
has paid out nearly $5,000,000 for charges attaching exclusively to 
bridge maintenanee and operation. No charge applying generally to 
the system as a whole nor of more than $700,000 paid for various 
fixtures supplied to the bridges to aid in the handling of that busi- 
ness is taken into this account. 

INSURANCE. 

The physical eondition of your properties is reflected by the down- 
ward trend in the insurance rate, which from 1.35 in 1901-2 and 
76-100 in 1905 is now slightly above % of 1 per cent. During the 
year $32,906.50 was added to the insurance reserve fund, which now 
amounts to $84,334.77. It is proposed to rapidly build up this fund 
until under a plan for co-insurance each company comprised in the 
system shall be able to carry a large part or all of its own risks. 

REFUNDING BONDS. 

To June 30, 1908, there had been authenticated and delivered under 
the first refunding gold mortgage of the Brooklyn Rapid Transit Com- 
pany to the Central Trust Company of New York, trustee, dated 
July 1, 1902, bonds aggregating in amount $42,350,000, all bearing: 
four (4) per cent. interest. This was an increase during the fiscal 
year of $9.648,000, of which $7,730,658.99 were issued for certificates: 
of indebtedness of constituent companies and $1,917,531.76 were issued 
for stocks of constituent companies. The certificates of indebtedness 
were issued at par and covered the actual cost of additions and im- 
provements by constituent companies, all of which with the exception 
of certificates aggregating $2,138,507.01, are secured by the mortgages 
of the constituent companies. 

Of the $42,350,000 of bonds issued to June 30, 1908, $33,557.000 
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in par value of bonds have been sold, realizing $27,256,754.68, or of “Cost of Road and Equipment,” and “Advances Account of Con- 
struction for Leased Companies,’”’ and the liability is represented by 


$6,300,245.32 less than the amount actually expended by the company 
for additions and improvements under the terms of the mortgage. 
The remaining bonds have been issued for stocks and bonds of con- 
stituent companies or. are in the treasury undisposed of. 


There were in the treasuries of all companies unsold at 
the beginning of the fiscal eget June 30, 1907, Brooklyn 
Rapid Vransit refunding gold mortgage 4 per cent. bonds $4,624,000 








There were issued during the fiscal year ending June 30, 
ROOD. ovis cus ka Sec cobs babwisseiicteuiew snes bas sce ole 9,648,000 
BOER NIUE 65 5 so Rs be bw bs Bae Sees ees 6 oa oe $14,272,000 
Of these there were sold during the year................ 4,500,000 
Beavine on-hand June. 30; TO08 «soso ciccw 0s sé cote mse $9,772,000 


Of these there were owned by the Brooklyn Rapid Transit Company, 
$8,793,000 par value and by the Nassau Electric Railroad Company, 
$979,000 par value. 

In addition there had been expended to June 30, 1908, $3,186,486.95, 
for which bonds may be issued. 

The net amount of discount, ete., on bond sales during the year 
was $1,457,173.42, all of which, as appears from the statement, [see 
page 1127] has been charged against the aecumulated surplus. 

By order of the Board, 
EDWIN W. WINTER, 


President. 
Comparative Summary of Operations for Year Ending June 30, 1908-7. 
% 1908. 1907. Increase. Ver 
$ $ $ cent 


Gross earnings— 
i, OE er re 18,930,164.18 18,443,983.27 486,189.91 2.64 
Freight, mail and exprs.. 315,719.08 349,538.93 *33,819.85 9.68 
UU BEUIGING 5 o's 0000s oss 155,204.65 148,424.16 6,780.49 4.57 
American Ry. Traffic Co. 469,478.64 439,640.79 29,837.85 6679 
T’l earnings, operation.19,870,566.55 19,381,587.15 488,970.40 2.52 
Operating expenses— 
Maint. way and struct.. 1,020,103.81 860,075.38 160,028.43 18.61 
Maint. of equipment.... 1,837,550.29 1,786,731.06 50,819.23 2.84 
3,727.74 1,655,400.38 *1,672.64 .10 


Operation of power plant 1,653, 
Operation of cars—train- 

MON’S: WARES 2.40.05. 3,369,858.95 3,238,970.65 130,888.30 4.04 
Operation of ears—other 





ee ee ee 1,609,897.62 1,554,849.58 55,048.04 3.54 
Damages and legal expns. 1,242,361.24 1,126,248.34 116,112.90 10.31 
General expenses ...... 651,669.03 643,898.78 1,200:25 1:21 
Freight, mail and express 

—expenses .......... 190,885.29 233,667.33 *42,782.04 18.31 
American Ry. Traffic Co. 

—expenses .......... 363,524.62 365,863.26 *2,338.64 .64 





Tl operat'g expenses..11,939,578.59 11,465,704.76 473,873.83 4.13 


Net earnings, operation 7,930,987.96 7,915,882.39 15,105.57 .19 


Income, Other Sources— iz 
Rent, land and buildings saecte es Beng ostnanee Aer 
Rent, track and struct.. ,419.2§ 5, 865.¢ 24,446.02 19.42 
i ne 360,810.30 151,757.50 42.06 




















Miscellaneous ......... 512,567.80 50 06 
‘Trotal income ....... 8,608,811.90 8,471,048.32 137,763.58 1.63 
Deductions— . = 

Taxes : Ot a eee 930,007.47 893,782.44 36,225.03 4.05 

Interest and rentals—net. 5,604,931.15 5,132,604.28 472,326.87 9.20 
Total deductions..... 6,534,938.62 6,026,386.72 508,551.90 8.44 
Net oe EOC ae _ 2,073,873.28 2,444,661.60 *370,788.32 15.17 

Special gpd > 229,481.48 442,063.37 *212,282.19 48.02 
Surplus ........+---. 1,844,092.10 2,002,598.23 *158,506.13 7.92 

~ * Decrease. 

CONSOLIDATED GENERAL BALANCE SHEET, JUNE 30, 1908. 
Assets. eink 556 
Cost of road and equipment..........-.+ee-e--eeees . $120,753,015.5 


Properties owned in whole or in part 
by B. eb 








Advances account of construction for 
leased cCOMpanieS ...... ee ee eeerereeeececs eee ee 9,991,668.01 
The Brooklyn City Railroad Co..... $8,565,616.63 
Prospect Park & Coney Island ote 1,426,051.38 
b res, constituen e 
re nsvnsvns ny 2,586,600.85 
To be reimbursed by issuance of B. 
R. T. 1st refunding gold mortgage 
4% bonds, upon deposit with Cen- 
tral Trust a acho of certifi- 
eates of indebtedness to cover. es 
Guaranty fund (securities and cash......-.....-- a 3,754,920.00 
Underlying bonds deposited with Central Trust Co., Ae 
REE ee re ei cick lo LY icine isieiein wleieierisie's'e 3s 379,000.00 
Treasury bonds .......-.-esseeeeeseceeecs eee e eee 10,460,500.00 
B. R. T. 1st ref. gold mortgage 4%. .$9,757,0060.00 
NERS ANNI OR 5.552 4.c5 cn 0.0 8 4'5 060 6 Oe 703,500.00 a 
Treasury stOcKk ....--.eeeeseeeeeeercee 146,228.00 
POE DENOEG | 6 x cc o'o 5.5 0:0 00:0 0:40:58 5101050 . i 4,404,753.53 
Cash on hand .......+.-.-.-- snisis wae 2,583,330.79 
Due from companies and individuals. 632,075.06 
Construction materials and general oes 
supplies on hand......-+.++++e+- 902,784.55 
Real estate mortgages.......+--+.e+- 22,500.00 
Prepaid accounts .....--+.++seeeee 163,463.13 
Harway Improvement Co. stock 100,600.00 
Bonds and cash in eSCrow.......++++++- 57,120.00 
Accounts to be adjusted .....-.++-s+eee 84,962.84 
$152,618,768.79 


Nore.—The certificates of indebtedness issued by constituent com- 
panies. aggregating $33,407,927.28 against which B. R. T. bonds have 
been 
sheet. 


issued, do not appear separately on this consolidated balance 
as the property purchased appears as an asset under the head 


the bonds of the Brooklyn Rapid Transit Company, issued from time 
to time as such certificates of indebtedness are acquired and deposited 
with the Central Trust Co., trustee. 


CONSOLIDATED GENERAL BALANCE SHEET, JUNE 80, 1908. 


Liabilities. 
ADI A GRO K 6) cc. s neck seen siete a AAS 8 Gate oie ee Ieee $45,835,908.95 
Brooklyn Rapid Transit Co,.......... $45,000,000.00 
Outstanding capital stock of con- 
BEISGCNT. ‘COMMBAIICN: oo .0.5. 6 oo aben<.s 835,908.98 ; 
Bonded debt _and real estate mortgages.............. 95,203,680.00 
Brooklyn Rapid Transit Co.......... 49,350,000.00 
Bonded debt of constituent companies: 
The Brooklyn Heights R. R. Co.... 250,000.00 


The Nassau Electric R. R. Co...... 15,000,040.00 
Brooklyn, Queens Co. & Sub. R. R. Co. 6,624,000.00 
Brooklyn Union Elevated R. R. Co.. 23,000,000.00 


mea Beach Railway Co... 66... 06 650,000.00 
Real estate mortgages.............. 329,640.00 
Current: TP Giee 52:5 6.416: a:etevs 6.5.4: 6 5:86 Ws aud erence eaties 7,3387,855.45 
PUORCH -VOUCRETS  <s.s.5.0-0 0 .cisce 06-0 05 60.06 1,408,320.66 
Due companies and individuals...... 79,125.40 
Laxes -accrued and not due.......... 1,146,971.93 
Interest and rentals accrued and not 
PAM O Co loisyoisvets.<lpiein rele aisisteulstens\siatelelsxe 703,437.46 
ASSIS POW see: ohs.0cw.eiahw ice leloveis olcce 808 4,000,000.00 
ONUEMCUOUE SOCRORIER: 505.16: 61:6.6 62% scerapisie w/e Goes wl ol eigen ese 42,120.00 
Long igiand “Traction Co. trust fund ....... 606. ..64% 9,300.15 
WCCOUMES TO “DE AOSUBICE 66/65 56. ls hs 5 oe orbic a we bee ees 54,210.70 
MARMAATATAOS, STOR OUV So ERIN oi sibs a. cs car ck 6is e wars doa a rboS w S 84,334.77 
DSUYECIATION TOSCPVEG LUNG. o.3..6i..630 56 ec aus soo bese wa 42,642.34 
Wonmmeent TERCEVE: “LUM 6 soo 6le ole ove wis sissies Rowe ereeis 155,256.50 
SMNMCMN INU “stig soca decors tote,a te ers 13 can eg a soil ecat ero D aia ee Ne ee 3,853,459.90 


$152,618.768.79 


Bonded Debt and Real Estate Mortgages, Brooklyn Rapid Transit and 
Constituent Companies. 


Inter- 
5 est 
: -~——-Amount-——-, Rate when 
Class of bonds. Out- per pay- Annual 


Authorized. standing. cent. able. interest. 
Brooklyn Rapid Transit: iin ih — 


Fifty (50) year gold.. $7,000,000 $7,000,000 5 <A-O $350,000 
*Ist ref. gold mtge....150,000,000 42,350,000 4. JF 1,694,000 
= Bklyn Heights R. R.: 
SU WROMICRRC: . ..6-055 <5 250,000 250,000 5 <A-O 2,50 
Bklyn, Queens Co. & Sub. : saad 
USC MIGLUPARE on vue ss 3,900,000 3,500,000 5 = 6J-J 175,000 
1st consol. mtge...... 4,500,000 2,884,000 5 M-N 144,200 
Jamaica & Brooklyn: 
MOTO MAG 5 acc enc 6 cae 240,000 240,000 5 J-J 12,000 
Sea Beach Railway: 
Consol. mortgage..... 650,000 650,000 4 M-S 26,000 
Nassau Electric R. R.: 
UBC AMNOPIGAGS 0.6565 6-003 660,000 660,000 5 <A-O 33,000 
Tlst consol. mtge..... 15,000,000 10,726,040 4 -J 429,040 
Atlantic Ave. R. R.: 
1st consol. mtge...... 730,000 730,000 5 <A-O 36,500 
Gen. consol. mtge..... 2,241,000 2,241.000 5 <A-O 112,050 
Improvement mtge.... 220,000 220,000 do I-J 11,000 
Brooklyn, Bath & W. FE. : 
General mortgage..... 121,000 121,000 5 <A-O 6,050 | 
1st mtge., Series B.... 250,000 250.000 5 <A-O 12,500 
PA CIBOLVERALE oo 5 so 400 52,000 52,000 5 = J-D 2,600 
Brooklyn Union E1.: 
sist mortgage ...... 16,000,000 16,000,000 4-5 F-A 800,000 
Kings Co. El. R. R.: 
ESE “MOTIBALE: oo. 6c 0.50 7,000,000 7,000,000 4 F-A 280,000 
TURNS oo ea sgiis\iaa ea: sharers aes, slevn.cys pa ORO «eo. $4,136,440 
Average rate of interest on bonded 
MRUMNNC 5 ooh clot acanatauer Secteebei ea Ribhereia ee” | pabaiereiehe eerie, Ys Revemecerets 
Real estate mortgages............. 329,640 eee y aistetts 7,583 
Average rate of interest on real 
PRCA COHIROREBRGCER oo coarse ee ke. eee eee 3 a ea 
Total bonded debt and real estate 
“CEES © Fk 4 2): Ea Rey apace Pr $95,203,680 «ses $4,144,023 
Average rate of interest on bonded 
debt and real estate mortgages...  ...... <I ee are 


*Of the $150,000,000 first refunding gold mortgage bonds of the 
srooklyn Rapid Transit Company, $53,286,000 are reserved for the 
purpose of purchasing, taking up, exchanging, or retiring bonds now 
issued, or to be issued, under mortgages of constituent companies: 
and an additional amount of $7,000,000 is reserved for taking up 
and eventually retiring the outstanding $7,000,000 5 per cent. 
fifty year gold mortgage bonds of the Brooklyn Rapid Transit 
Company. 

fOf the $15,000,000 first consolidated mortgage bonds of Nassau 
Electric Railroad, $4,274,000 are reserved to retire prior’ lien bonds 
of Nassau, Atlantic Avenue and B. B. & W. E. R. R. companies. 

tFive per cent. since February 1, 1905. 


Bonded Indebtedness Brooklyn City R. R. Co. 
Zz 64 
= =s 
o 5 5 
x ry 
Class of Bonds, Amount Amount Sf 
Author- Out- <9 
ized. standing. ot Annual 
Brooklyn City R. R. 3 Interest 
first consol. mtge. $6,000,000 $6,000,000 5 J-J $300,000.00 
N. Wmsbg. & Flatbush 
first mortgage.... 200,000 200,000 41% F-A 9,000.00 
Greenpoint & Lorimer 
first mortgage.... 125,000 125,000 6 M-N 7,500.00 


Brooklyn City R. R. 
Co. refunding mtge. 6,925,000 


600,000 4 F-A 24,000.00 
nO ee $13,250,000 $6,925,000 > 





$340,500.00 

















